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DIESEL RAILWAY TRACTION SUPPLEMENT 

The June issue of THE RatLway GAZETTE Supplement, illus- 

trating and describing developments in Diesel Railway Traction, 
be ready on June 1, price 1s. 
GOODS FOR EXPORT 

The fact that goods made of raw materials in short supply 
wing to war conditions are advertised in this paper should not 
be taken as indicating that they are available for export 








NOTICE TO SUBSCRIBERS 
Consequent on further paper rationing, new subscribers cannot 
be accepted until further notice. Any applications will be put on 
a waiting list which will be dealt with in rotation in replace- 
ment of subscribers who do not renew thein subscriptions 





POSTING “‘ THE RAILWAY GAZETTE’ OVERSEAS 

We would remind our readers that there are many overseas 

untries to which it is not permissible for private individuals to 
end printed journals and newspapers. THE RAILWAY GAZETTE 
possesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 





REDUCTION IN SIZE OF PAGE 

To economise in paper our readers will observe a slight reduc- 

in the size of THE RatLway GAZETTE in that the size of the 

page has been reduced from 9 in. X 12 in. to 84 in. X 114 in. 

The type area of the page remains the same, namely, 7 in. X 

10 in., but the surrounding margins have been reduced. This 

f course detracts from the appearance of the paper, but is one of 
the exigencies of the war 





TO CALLERS AND TELEPHONERS 
Until further notice our office hours are: 
Mondays to Fridays 9.30 a.m. till 5.30 p.m. 
The office is closed on Saturdays 





ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
jue to the war, and less time available for proof reading, we 
ask our veaders’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 








A Government Dilemma 


THE unenviable position in which the Government is now 

placed as the result of its past lack of constructive handling 
of the nation’s fuel resources, and its reluctance even at this late 
hour courageously to face the fact that only by the immediate 
release of a sufficiency of skilled labour can an even more 
serious position be averted, is only too typical of the manner 
in which the coal industry has long been mishandled. Blame 
cannot be laid at the door of the Mines Department for the 
present situation, for from the time of the fall of France it has 
recognised the probability of the present position arising unless 
active steps were taken to avert it, and has not ceased to press 
its views on higher authorities. Basically, of course, it is a grave 
weakness that so fundamental an industry should be relegated 
to the care of one of the many departments of the Board of 
Trade. For it is inevitable that with the many calls on the 
President of the Board of Trade, the claims of any one depart- 
ment should run the risk of securing less of his attention than its 
merits demand. There can be no doubt that the logical outcome 
of the present inadequacy to our fuel policy would be the estab- 
lishment of a ministry entrusted solely with the care of fuel in 
all its forms. A project of this kind has already been put 
forward on more than one occasion, and the current position 
would seem to support the need for it. It would at least obviate 
the undesirable position which now obtains, in which a junior 
minister, the Secretary of Mines, is responsible to a senior 
minister, the President of the Board of Trade, who in turn has 
to make such progress as he can with the members of the War 
Cabinet of which he is not a member. As in other industrial 
matters with which the Government has become involved, it has 
become a commonplace for crises in the coal industry to reach 
their eleventh hour before remedial action is taken. Talk of 
nationalisation of the coal industry, which is as recurrent as in 
the railway industry, but that way offers no more promise of 
increasing output—the fundamental need—than the State control 
of railways would yield better services. 


John Miller 


Mr. John Miller, whose death we recorded last week, was the 
only holder on record of a major railway engineering appoint- 
ment in Great Britain who had received most of his training’ in 
the United States of America. It was after Sir Henry Thornton 
came over in 1914 from the Pennsylvania Railroad to take up 
the General Managership of the Great Eastern Railway that 
Mr. Miller, who had spent a number of years with the same 
company, followed him in 1916, to be appointed Chief Assistant 
Engineer of the G.E.R. in 1917, and Chief Civil Engineer a 
year-later. From January 1, 1925, he became Engfneer of the 
North Eastern Area, L.N.E.R., a post which he held until his 
retirement in February, 1937. Both at Liverpool Street and at 
York, American methods of organisation and of headquarters 
centralisation were developed, and the effect more especially on 
maintenance, has been considerable in the Southern and North- 
Eastern Areas of the L.N.E.R. A monument to Mr. Miller’s 
energy is the Central Reclamation Depot at Darlington—probably 
the most complete and well-equipped permanent-way establish- 
ment of its kind in the country. A particularly attractive 
reminder of his work in the North-Eastern area is the beautify- 
ing of the lineside with concrete edgings, grass verges, shrub- 
beries, and ornamental gardens. As one who himself had shown 
outstanding athletic prowess, he took a keen interest in all athletic 
and social activities of the railway, and used his influence to see 
that the staff was fully equipped with gymnasium and‘ sports 
ground facilities. Mr. Miller was possessed of exceptional 
qualities of drive and organising ability. A keen disciplinarian, 
he expected much from his staff, but his deep and sympathetic 
understanding of human nature made him most approachable. 
His kindly and wise advice and his example will be long remem- 
bered by many of those whom he has helped. He had a wide 
knowledge of the classics and of literature in general, and this 
gave a charm and an interest to his conversation. 


F. W. Showers 


As recorded in our issue of last week, Mr. F. W. Showers has 
died at the age of 70, only seven weeks after his retirement. 
As recently as April 10, we published a portrait and an account 
of Mr. Showers’s career. He had retired at the end of March 
from the position of Surveyor & Estate Agent, G.W.R., after 54 
years of railway service, but had been in ill-health for a long 
period before that. . After the first four years with the Great 
Northern Railway Company, which he joined in 1888 in the 
Traffic Department, his work was always associated with survey- 
ing and estate agency, and in the course of half a century of 
close contact with this side of railway activities, he acquired a 
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wide and deep knowledge of his subject. He took a prominent 
part in important negotiations of this kind, including those 
which preceded the passing of the Railways (Valuation for 
Rating) Act, 1930, and for many years had been a member of 
the Rating Surveyors’ Association and of the Association of Rail- 
way Rating Surveyors. Some years ago Mr. Showers contributed 
a series of articles on rating matters in relation to railways, to 
the Great Western Railway Magazine, which were considered 
to be a complete exposition of an intricate subject. He was also 
an occasional contributor to THE RAILWAy GAZETTE, in which 
his last article appeared in our September 19, 1941, issue. 
During the last few years Mr. Showers had been studying the 
whole history of local taxation, and we understand he has left 
manuscripts which well merit publication. He had reached the 
conclusion that local taxation should be abolished as such and 
embodied in national taxation. An appreciation of Mr. Showers 
appears on page 622. 


A ‘** Fair Price’’ for Railways 


Whenever the perennial question of the State purchase of the 
railways is discussed it is inevitable that an endeavour should 
be made to put forth a price at which the companies should be 
taken over. Lord Strabolgi, as we recorded last week, suggests 
that current Stock Exchange quotations should be accepted—not 
by any means an original suggestion. He acknowledged Mr. 
George Ridley, M.P., as his mentor, but did not say whether he 
of Mr. 


and Mr. Ridley could recall to mind the statements 
Clement Edwards, in ‘‘ Railway Nationalisation,’’ that the 
market price was ‘‘ ephemeral as a rainbow, as fluid as the 


air ’’—‘‘ variations in the weather, or a shaking of the political 
kaleidoscope, or any other chance circumstances materially affect- 


ing the market price.’’ Nor did he say whether Mr. Ridley 
had in mind the handbook of the Railway Clerks’ Association 
on the Railways Act, 1921, which referred to the standard 


revenues as giving the railways ‘‘ what for all practical purposes 
is intended to be a guaranteed minimum income.’’ One might 
add that as far back as April 23, 1940, the then Minister of 
Transport said that ‘‘if the Railway Rates Tribunal had been 
left with the functions Parliament gave it in 1921, so far as the 
general level of railway charges is concerned, it would have 
been bound to sanction an increase in railway charges sufficient 
to produce the standard revenue, if, as in my view would almost 
certainly be the case, it was of the opinion that the traffic would 
stand it. Therefore, I do not think that I was exaggerating when 
I stated impromptu, that I had abrogated this particular function 
more in the interest of railway users than anyone else.’’ The 
standard revenue was not guaranteed, but the fact that when 
earned it is not permitted to be retained for wartime reasons does 
not alter its importance at this time. 


Overseas Railway Traffics 


There have been some ups and downs in the traffics of British- 
owned Argentine railways in the 45th and 46th weeks of the financial 
year. The Buenos Ayres Great Southern had a decrease of 
144,000 pesos in the 45th week, but an increase of 33,000 pesos in 
the 46th, and the Buenos Ayres Western can set a gain of 51,000 
pesos in the 46th week against a loss of 55,000 in the 45th. On the 
Buenos Ayres & Pacific the advance in the two weeks has been 
115,000 pesos, but in the same period the Central Argentine is 
down 778,600 contrasting, however, with an increase of 
687,000 pesos in the corresponding weeks a year ago. At this time 
last year Argentine North Eastern and Entre Rios traffics were 
seriously affected by floods, and the comparative magnitude of their 
respective increases of 322,900 pesos and 231,300 pesos for the 
45th and 46th weeks of the present year must have been influenced 
thereby. 


pesos, 


No. of Weekly Inc. or Aggregate Inc. or 
week  traffics decrease traffic decrease 
Buenos Ayres & Pacific* .. 46th 1,605 60 67,016 1,136 
Buenos Ayres Great Southern* 46th 2,337 33 112,561 10,045 
Buenos Ayres Western* ... 46th 951 5! 39,359 3,366 
Central Argentine* 46th 1,798 344 80,505 5,473 
£ £ £ £ 
Canadian Pacific 20th 998,600 151,800 17,627,800 3,546,200 


* Traffic returns in thousands of pesos 
The United of Havana can show a traffic increase of £334,733 for 
the 46 weeks of the financial year. 


An Export Omission 

Recently the President of the Board of Trade appointed the 
Central Committee of Export Groups, and Chairmen of the various 
export groups were invited to communicate whenever it appeared 
to be desirable with the member of that committee who would 
most appropriately interest himself in general problems affecting 


the particular group. The export groups from which the Centra] 
Committee is drawn are those dealing with ferrous & non-ferroys 
valves, banking & insurance, plastics, food manufacture, woo] 
textiles, drapers & hosiers, pharmacy, leather footwear & allied 
industries, textile machinery & accessories, cotton, and electrica] 
machinery. The first point that springs to mind is that the 
powerful railway supply industries are not directly represented 
on this central committee and the second is that it is difficult to 
see which of the members of the central committee would most 
appropriately interest himself in general problems connected with 
those industries. There can be no question that in the railway 
supply industries is to be found in the aggregate one of the most 
important potential exporters of the country, and it is more than 
strange that provision should not be made for their inclusion in 
any. central committee to deal with exports. The value to 
exporters generally of the long and intimate experience which 
these industries could add to the common pool of knowledge in 
itself calls for revision of, or addition to, the central committee 
in the interests of efficiency. 


Prosperity Based on Exports 

Mr. J. M. Keynes envisages three years in which to recover 
from the effects of the war. At Manchester, recently, he stressed 
the point that Great Britain’s future prosperity would depend 
on a great expansion of her export trade, and declared it would 
be necessary to increase exports by at least 50 per cent. over 
those of 1938. This would entail a return in the level of our 
overseas sales to that of 1929, and that would not be possible in 
his view unless Lancashire textiles and engineering played a 
major part. The expansion of exports was not a matter, in his 
view, over which there was any room for argument; plans had 
to be based on the assumption that it could and would be done. 
In the years following the war there will be great opportunities 
for the export trades of this country, but it is essential that 
they shall be able and ready to take advantage of them, and 
for this purpose plans should be made well in advance. The 
terms of the Atlantic Charter have provided the basis of inter- 
national and commercial relations after the war, and in many 
ways those terms will require much closer definition, probably 
impossible at the present juncture. Nevertheless, experience 
shows clearly that there is need and room for a much more pro- 
gressive and realistic approach to export markets, and plenty of 
scope for organised initiative. 


Early Fares on the Liverpool & Manchester Railway 

In view of the interest which has been taken recently in the 
basis of passenger fares, and the methods of charging, as 
evidenced by references in our columns during the past few 
months, it is of interest to recall some details of the early days 
of the Liverpool & Manchester Railway—the first steam-operated 
passenger line of importance. The railway was opened for public 
traffic, from a terminus at Crown Street, Liverpool, on Septem- 
ber 17, 1830, and for the first four months the through fare 
between Liverpool and Manchester for a first class passenger was 
7s., and for a second class passenger 3s. 6d. What was called 
mail-passenger accommodation was then introduced on the line, 
and the fares for the three classes of carriage were: mail 6s., 
first class 5s., second class 3s. 6d. From October 10, 1832, when 
the passenger duty was imposed, the fares were raised to 6s. 6d., 
5s. 6d., and 4s. After the opening of the line into the centre of 
Liverpool, by means of the Lime Street tunnel, on August 15, 
1836, new rates were introduced, namely, 6s. 6d. for a mail- 
passenger, 6s. for a first class passenger, and 4s. 6d. for a second 
class passenger. These fares amounted to 2-544d., 2-348d., and 
1:761d. a mile. Incidentally, the Grand Junction Railway Com- 
pany, under a special contract with the Liverpool & Manchester 
Railway, paid Is. a passenger and 2s. a ton for goods, conveyed 
in its own carriages, for the use of the line between Newton and 
Liverpool and Newton and Manchester. This toll, however, 
entitled the Grand Junction to the use of the passenger stations, 
to a booking office at Liverpool and Manchester, and to the use 
of the stationary-engine power at Liverpool. This cable haulage 
at Liverpool formed the subject of an illustrated article in our 
issue of March 27 & April 3, 1942 (pages 428 and 429). 


‘¢Carry Your Mug, Sir?’’ 

Many of those who thought they had left their mugs behind 
them in the nursery have renewed their acquaintance with these 
useful vessels in one of the three Services. Many more, it is now 
suggested, may have to do the same when they travel by train. 
We are already used to shops that will not supply commodities 
unless customers bring their own paper for wrapping. Shortly 
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we may be required to accustom ourselves to the refreshment 
room that will not dispense tea unless the traveller provides his 
own mug. Unfortunately a tin mug is not an easy object to 
pack in a suitcase or dispose of about the person. Members of 
the Forces have solved the problem in their own manner; we 
could tell tales of the contents of their gas-mask haversacks that 
would make air-raid wardens despair of human nature. Civilian 
carriers are less commodious, and although many might have 
been tempted earlier to put them to a use for which they were 
not designed, common prudence today forbids the place of their 
rightful contents to be usurped by a mere tin mug, however long 
and dry the journey. The remaining stowages. appear to be the 
suitcase, usually crammed to the lid, and the pocket, on the 
dimensions of which austerity tailoring already casts a jealous 
eye. We are tempted to envy the camel, except that a hump 
would be a serious hindrance in the present crowded state of 
trains. 


Sir Edward Beatty 


THE resignation of Sit Edward Beatty from the presidency 

of the Canadian Pacific Railway Company marks the 
closing of his more active association with the Canadian 
railway history of recent years, although his wise counsel will, 
fortunately, still be available as the Chairman of the great 
undertaking which he had controlled since 1918. From the 
date of his assuming control he was faced with problems of 
particular urgency. The Canadian Pacific had had up to that 
time to meet far-reaching competition from private under- 
takings, much.of which had been sanctioned far in advance 
of traffic requirements. In 1918 the competition with which 
he was faced was that of a State-subsidised railway consolidat- 
ing all these competitive elements. The rivalry of other 
transport agencies, more or less subsidised out of public funds, 
had next to be grappled with, and in the midst of this conflict 
came the slump which seriously affected all forms of transport 
and so increased the scramble for traffic. Canada was just 
beginning to recover from the effects of the depression when the 
war Came to add its own operating difficulties. 

Sir Edward Beatty’s qualities of great resourcefulness, 
sound judgment, and profound sagacity in the conduct of the 
business of the Canadian Pacific Railway have won the 
enthusiastic admiration of his colleagues on the board, which 
was well expressed by the new President, Mr. D’Alton C. 
Coleman, at the recent annual meeting. As Canadian repre- 
sentative of the Ministry of War Transport, a position which 
he resigned in September last, Sir Edward Beatty received 
from Lord Leathers an expression of appreciation and thanks 
for the most valuable and arduous services which he had 
rendered since the outbreak of war in the creation and develop- 
ment of the organisation on which the Ministry of Shipping 
and later the Ministry of War Transport so largely depended 
for the execution of its purposes in Canada. Lord Leathers 
also gladly accepted Sir Edward Beatty’s generous offer that 
the services and co-operation of the Canadian Pacific Railway 
should continue to be at the disposal of the Ministry. As 
President of the C.P.R. Sir Edward Beatty was responsible 
for many improvements in facilities and service and for the 
rebuilding of the company’s mercantile fleet on a scale which 
made it a source of pride to all Canadians. His administration 
will be memorable in the history of the company. Over- 
exertion and too close application to his multifarious duties 
and activities caused a break-down in health in March, 1941, 
and it is sincerely to be hoped that by relinquishing some of 
his burdens and responsibilities he may be able completely to 
recover. A portrait of Sir Edward is reproduced, together 
with biography, on page 615. 


The Collision at Eccles 


THE story of the collision at Eccles, L.M.S.R., on Decem- 

ber 30, 1941, when a passenger train, probably travelling 
at about 30 m.p.h., ran into the crowded coaches of another 
crossing its path at a right-hand double junction, doing 
great destruction and causing 23 deaths, with numerous 
serious injuries, has now been made public in Major G. R. S. 
Wilson’s report, a summary of which appears at page 619. 
There was a thick fog and it was very dark and cold. The 
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first mentioned train had been irregularly accepted up to an 
outer home—the signalman had suspended fog block work- 
ing under the mistaken impression that there was a fogman 
on duty at the distant signal—and over-ran all the signals. 
The train taking the crossover had just started from Eccles 
Station. Although, as the signalman—a man of proved 
capabilities and experience—admitted, the primary cause of 
the calamity was the wrongful acceptance of the colliding 
train, some peculiar circumstances tended to contribute to 
his mistake. There was some difficulty in manning the fog 
posts and full reliefs could not be given, necessitating some 
being left unmanned for a rest period in the event of long 
continuing fog, and resulting in the distant signals for one 
direction, served by one man fogging for fast and slow lines, 
being left unmanned during the night preceding the accident. 
In addition there were two fogmen with rather similar 
names, and the further circumstance that the way in 
which these particular men reported for duty—in person 
or by telephone—was exactly the reverse on the morning of 
the disaster, when they came from their homes, of what it 
had been when they took duty on the setting in of the fog 
the day before, when the same signalman was on duty. 
Two of the fogmen had acted on verbal instructions given 
them earlier in the month, but another, with the sub- 
ganger’s concurrence, remained on duty for the time pre- 
scribed by the instructions ordinarily in force. The signal- 
man was expecting all the fogmen to come on duty at 
7 a.m., at which time he reverted to ordinary block working, 
but the one posted to the distant signal concerned in the 
accident did not do so until after it had taken place. The 
signalman said that just after the outer home fogman had 
reported at the box he heard a man call from outside that 
he was proceeding on duty and thought it was the fogman 
for a signal not concerned in the accident. This man in 
fact never came near the box and when he telephoned from 
the station the signalman thought the message, trans- 
mitted to him by the booking lad, referred to the man 
above mentioned of rather similar sounding name, who 
did not come on duty till 90 minutes after the others. 
There was no supporting evidence for this statement as to 
a man having called out; nevertheless Major Wilson, who is 
convinced of the signalman’s sincerity, believes he genuinely 
thought that he had heard such a thing. The tragic circum- 
stance of the case is that if the signalman had referred to his 
train register, he would have discovered his blunder, for the 
booking lad had correctly entered the names of the fogmen 
who had reported and was in every respect faithfully carry- 
ing out his duties. 

The evidence of this driver and his fireman does not 
produce a favourable impression and the report states that it 
cannot be considered reliable. The excuse offered by the 
driver for not crossing the footplate to observe the distant 
signal for himself, which he admitted he was nearing at 
about 40 m.p.h., was far from satisfactory. The fireman 
declared he saw a clear green light and told the driver the 
signal was off. Neither man saw any further signals. At 
the outer home signal, however, the driver declared he saw 
the fogman showing a green hand-signal and that no deto- 
nator was exploded there. On the other hand, the fogman 
asserted that a detonator was fired and that he was showing 
a red light. The fog was so dense just there, however, that 
he doubted whether his handlamp could have been seen from 
the engine at all. That a detonator was exploded received 
support from the tail-lampman outside the signal box. 
Major Wilson is convinced that the signals concerned were 
all on when the over-running train was accepted and, 
although unable to decide with certainty what occurred on 
the footplate, places a considerable share of the responsi- 
bility on the driver, who, at the very least, was driving 
without the caution and prudence called for in such a bad 
fog. His trusting to a not over-intelligent fireman to observe 
such an important signal in such a locality was most negli- 
gent. This case appears to be the old story all over again— 
taking a chance, coincident with another man making the 
mistake that enables the chance to work out for harm. The 
signalman’s action is admittedly open to criticism. Never- 
theless, considerable sympathy must be felt for this 
unfortunate man, who was conceivably influenced by a com- 
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bination of somewhat misleading circumstances. He made 
no attempt to pass any part of the blame to other shoulders. 
The report naturally points out that A.T.C. at the distant 
signal would have had preventive effect and refers to the 
progressive policy of the L.M.S.R. in renewing distant signals 
on important routes as colour lights. Both these improve- 
ments are matters of opportunity and resources, and the 
former involves many considerations to which we need not 
now refer. 
aacum 


American Freight Rates 


HE confliction of administrative policies in the United States 
could hardly have a better illustration than is given by the 
events that have followed the decision of the Interstate Commerce 
Commission, on March 2, to increase railway freight rates, with 
certain important exceptions, by 6 per cent. The decision of the 
commissioners was unanimous, but certain of them would have 
been prepared to grant an even larger increase. Most important 
of the factors influencing the decision was the recent general 
advance in wages, granted to the railway staffs, under Govern- 
ment pressure. A “ fact-finding ’’ board appointed by President 
Roosevelt had recommended that certain advances be made ; this 
recommendation, in its turn, was based on the assumption by the 
board that ‘‘ the railroads can secure needed relief from resulting 
inadequate revenues by obtaining permission to increase their 
transportation rates The duty of answering this question 
has been assigned by Congress to the Interstate Commerce Com- 
mission a commission of recognised, outstanding ability.” 
The railways accepted the decision of the fact-finding committee, 
but the unions next stepped in, and refused to do so; and as a 
result, under further Presidential pressure, the railways agreed to 
higher wage advances than those which had been laid down as 
justifiable by the committee. These facts were, of course, in 
possession of the Interstate Commerce Commission, together with 
full information as to current and prospective earnings of the 
railways, and what is now needed to cope with an unprecedented 
volume of traffic, in coming to its decision of March 2 last. 

Eleven days later another organisation, in the shape of the Office 
of Price Administration, stepped in to endeavour to compel the 
1.C.C. to reverse its decision, which was to become effective on 
March 18. The basis of this application was that these rate increases 
would disturb the “‘ price ceilings ’’ for commodities that had been 
fixed by the O.P.A. Investigation of the effect of the increases 
in typical cases showed that delivered prices of pig iron, iron and 
steel scrap, copper and lead ore and concentrates, crude sulphur 
and logs, would be increased by less than 1 per cent., and even 
for crude petroleum by not more than 1} per cent., whereas, it is 
pointed out, the Office of Price Administration had done little or 
nothing to protect the railways from average increases, between 
August, 1939, and December, 1941, of 38-8 per cent. in the price 
of raw materials, 20-9 per cent. in semi-manufactured articles, and 
19-6 per cent. in manufactured articles. Neither had the O.P.A., 
now so greatly concerned in the microscopic effect of the rate 
increases on the price ceiling of materials needed for national 
defence, shown equal, or, indeed, any concern over the effect on 
prices of the railway wage increases agreed by the fact-finding 
committee, or the further additions demanded by the unions. 
Next the O.P.A. obtained the support of the Office of Defence 
Transportation in seeking suspension of certain of the rate increases. 
Fortunately, however, the Interstate Commerce Commission stuck 
to its guns, and refused the application for deferment, with the 
result that the 6 per cent. increase became effective on March 18; 
added té the 10 per cent. increase in passenger fares already 
granted, it has somewhat eased the railway position. But between 
the President, the Interstate Commerce Commission, the Office of 
Price Administration, the Office of Defence Transportation, the 
labour unions, and any other organisations that have the power 
to be aggressively vocal in these matters, American railway manage- 
ments have to tread an unenviably thorny path. 
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Iraqi State Railways 


HE report on the administration of the Iraqi State Railways 
for the year ended March 31, 1941, calls particular atten. 
tion to the opening in July, 1940, of the Baiji—Tel Kotche, 
section of the standard-gauge line and the linking up of the 
Iraqi Railways with Syria and Turkey which added substantially 
to the earniggg capacity of the Iraqi system from the freight on 
goods in transit to Turkey and Syria. Results of the year’s 
working proved highly satisfactory from the financial standpoint 
and surpassed all expectations, covering all expenditure, includ- 
ing loan service, with a surplus of 152,667 dinars. A map of 
the railway system and photographic illustrations of rolling stock 
add considerably to the interest of the report. Principal metre- 
gauge sections open at the date of the report were :—(1) Baghdad 
West to Magil and Basra (right bank) 569 km., with branches 
Hindiyah Junction—Kerbala, 36 km.; Ur Junction—Nasiriyah, 
16 km.; and Shuaibah Junction—Jebal Sinam (48 km.). (2) 
Baghdad North—Karkuk (left bank), 322 km., with a branch 
Juloula Junction—Khangin City. The standard-gauge line 
Baghdad West—Baiji—Mosul—Tel Kotchek of 529 km. includes 
the Baiji—Mosul section of 196 km. which was opened for traffic 
in the year under review. 

Ordinary passenger and parcel earnings were less than in the 
previous year mainly due to the international situation, particu- 
larly as affecting travelling on the Simplon-Orient Express route, 
but Iraq army movements provided an increased revenue. The 
road service between Al-Qayarah and Mosul ceased to function 
on July 17, 1940, due to the inauguration of through rail service. 
The closing of the Mediterranean to merchant shipping in June, 
1940, caused much traffic for Turkey and the Balkans to be 
diverted to the Port of Basra for carriage by rail via Tel- 
Kotchek. A considerable traffic for Palestine and Egypt was 
also shipped to Basra for carriage by rail to Baghdad for 
re-forwarding, either by rail to Samakh, on the Syrian-Palestine 
frontier, or by the desert route via Transjordan. This, together 
with the through booking of goods to and from Syria, accounts 
for the large tonnage moved during the year and corresponding 
increase in revenue. There was a substantial diminution of road 
competition during the whole of the year under review, due to 
the continuance of hostilities and the heavy demand elsewhere 
for motor vehicles and spares. The following table compares the 
principal operating statistics for the past two financial years 
The Iraqi dinar of 1,000 fils is nominally equivalent to £1, and 
the tonnage figures mean a metric ton of 1,000 kilogrammes:-- 


1939-40 1940-41 
Length of line open, km. 1,496 1,571 
Passengers, number ai 2,428,997 2,404,620 
Goods, revenue-earning, tons 735,90 742,730 
Goods ton-kilometres 250,477,041 240,382,154 
Train-kilometres 2,833,7 2,900,796 
Operating ratio, per cent. ... 71-5 60-4 

Dinars Dinars 
Coaching receipts 225,954 230,103 
Goods receipts 456,098 639,516 
Total earnings 752,546 953,379 
Total expenditure 723,530 800,712 
Net earnings 29,016 152,667 


In calculating the operating ratio the figures for provision for 
renewals, replacements and betterments, and for service of loans 
are excluded. The provision for renewals, etc. was ds. 60,100 in 


1939-40, and ds. 60,000 in 1940-41. For service of loan the 
amounts charged were ds. 125,237 in 1939-40 and ds. 164,389 
in 1940-41. Extensive additions and alterations were made at 


the standard-gauge station building at Baghdad West for the 
benefit of the through train service between Baghdad and Tel- 
Kotchek. Two first and second class bogie air-conditioned 
coaches for the metre gauge were received from England during 
the year. Among some of the schemes visualised are the con- 
struction of a permanent bridge across the Tigris at Baghdad to 
take both road and rail traffic; the erection at Baghdad West 
of a spacious and imposing station building to serve both the 
metre and standard gauge lines; and an extension from Kirkuk 
to Erbil, which is situated in the heart of the granary of Iraq. 








Publications Received 


War Production: Present Remedy. 
Engineering Industries Association, Salis- 
bury Square House, Fleet Street, E.C.4. 
This pamphlet is one of a series issued by 
the Engineering Industries Association and 
urges that the present remedy for lagging By J. F. 


that the present Excess Profits Tax should 
be reformed by making a proved expendi- 
ture on war production chargeable against 
war profits and it suggests that provision 
should be made for growing industries. 


The Projected Grand Contour Canal. 
Pownall. 


Leeds, and Newcastle-on-Tyne at a total 
cost of 112,710,000. This waterway would 
be on one contour, 210 ft., and would not 
thus be impeded by locks; it would be 
about 100 ft. wide at the top and 17 ft. 
deep, and for the most part would accom- 
modate traffic consisting of ‘‘ long trains of 


Birmingham, 4: convoys”’ travelling at a uniform speed of 


production lies not in waiting for more Cotterell & Company, 110, Dale End. 6 m.p.h. The author does not give 
super-men, nor in the creation of grandiose 9} in. x 6 in. 35 pp. Paper covers. any close analysis of the economics of his 
schemes for ever stricter control, but rather Price 2s. net.—Mr. Pownall’s project project, and is silent on the repercussions 


in the creation of conditions in which the 
majority of the people are permitted and 
encouraged to do their best. It suggests 


waterway 
Southampton, 





envisages the construction of 864 miles of 
to connect London, 
Birmingham, Manchester, 


that his canal system would have on the 
railways and other established forms of 
transport. 


Bristol, 
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THE SCRAP HEAP 


A ‘‘LocoMoTIVEsS FOR Russia ’”’ SAVING 
WEEK 

A novel target has been ‘selected by the 
savings group formed by the staff of the 
L.M.S.R. motive power depot at Saltley, 
near Birmingham. Instead of aircraft and 
warships, it aimed at the cost of a heavy 
freight engine of the type recently sent 
from the L.M.S.R. for war service overseas 
to assist in transporting supplies to the 
Russian armies. ‘ 

* * * 
POLITENESS IN GERMANY 

After 48 hours’ deep cogitation, the 
German press on May 13 reacted to Mr. 
Churchill’s Sunday broadcast. 

Hitler’s own Vd6lkischer Beobachter vari- 
ously described Mr. Churchill as: An in- 
flated charlatan ; an unscrupulous butcher ; 
a hard-mouthed liar; a false prophet; a 
demented drunkard; a mad fool; the 
Empire’s grave-digger. The speech as a 
whole was called ‘‘a demagogic whisky- 
drinker’s book balance.”’ 

N.B.—This was Politeness Week in 
Germany.—From ‘‘ The Daily Mail.” 

* * * 

\lready 5,134 employees of the Canadian 
National Railways system have enlisted for 
active service. Those who have joined the 
navy are sufficient to man five destroyers. 
Those in the army would form four infantry 


battalions. Air force enlistments would 
establish ten squadrons. 
- = - 


rhe name of Sir Joseph Paxton is usually 
associated with the building of the Crystal 
Palace of 1851 in Hyde Park, and later with 
the building and grounds at Sydenham. 
In addition to being a great landscape 
gardener he was also an astute financier, 
and, at the time of his death in 1865, he 
was on the directorate of no fewer than 








. some footlin’ nonsense about a right-of-way or something .. . 
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THE CANADIAN PAciFiC RAILWAY DOLLAR 








WHERE THE EARNINGS 
WENT TO 


The above charts are reproduced from the annual report of the Canadian Pacific 
Railway Company for the year 1941, and show how the company earns its revenue 
and how it is spent 


three railway companies, the Dublin & 
Meath, the Manchester, Buxton & Matlock, 
and the Central Argentine Railways. There 
is a story told of his intimate friendship 
with the then Duke of Devonshire, which is 
perhaps not generally known. Shortly 
before the failure of the great banking house 
of Strahan, Paul & Company, Sir Joseph 
Paxton went to his friend the Duke of 
Devonshire and requested the loan of 
£70,000, without stating the object for 
which he required it. It is illustrative of 
the great friendship which existed between 
the two men, that the Duke immediately 
granted the apparent favour. Three or 





” 


[Reproduced by permission of the proprietors of “Punch”’ 


four days later came the great bank failure, 
and the Duke feared that his balance at this 
bank was lost. On the day of the failure 
Sir Joseph Paxton called upon the Duke and 
returned to him the loan of £70,000 in 
Bank of England notes. Sir Joseph Paxton 
had resorted to this stratagem of shielding 
his noble friend from the calamity which he, 
with his inner financial knowledge, knew to 
be impending. 
* * . 


Since the beginning of the war, chefs on 
Canadian National Railways troop trains 
alone have served 68,000 3-lb. loaves of 
bread, 74 tons of beef, 13 tons of bacon, 
165 tons of potatoes, 22 tons of onions, 
26 tons of marmalade and jam, 396,000 
eggs, 22 tons of coffee, and other foods in 


proportion. 
* * 


The following are the principal “ inter- 
national’ railway congresses and associa- 
tions :— , 


The International 
Association (Brussels). 
The International 

(Paris). 

The European Passenger Timetable Con- 
ference (Berne). 

The European Through-Carriage Con- 
ference (Berne). 

The European Goods Train Timetable 
Conference (Berne). 

The Central European Railway Associa- 
tion (Verein Mitteleuropdischer Eisenbahn- 
verwaltungen), Berlin. 

The Scandinavian Railway Association 
(Stockholm). 

The International Rail Congress (Per- 
manent Way). 

International Committee 
(League of Nations), Geneva. 

International Transport Office (Perma- 
nent Secretariat of the Berne Convention), 
Berne. 


Railway Congréss 


Union of Railways 


on Transit 


* ” ” 


‘‘ Don’t tell me I’ve missed the 8.15 ?”’ 
he panted. 

‘You're in luck, sir ; 
said the stationmaster. 

‘As usual! Can’t you do something 
about this infernal train? It’s always 
late ! ’’"—From ‘‘ The Evening News.” 


she’s overdue,”’ 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


ARGENTINA 


New Sleeping Cars for State Railways 
The Argentine Ministry of Public Works 
has authorised the State Railways adminis- 
tration to spend $1,835,278 pesos on the 
construction of 19 sleeping cars for service 
on its lines. Each car will have 18 beds 
and a vestibule, will be of metallic con- 
struction, and weigh 18 tons. The cars 
will be electrically heated and equipped 
with other modern installations. 
Bonus for State Railway Employees 
As the result of the improved financial 
returns of the Argentine State Railways, 
the administration has been able to refund 
the salary and wage retentions imposed on 
its lines under the Presidential Award of 
1934, in addition to distributing amongst 
the staff 5 per cent. of the profits earned 
during 1941. The total sum involved is 
$1,234,000 pesos, and each employee will 
receive a bonus amounting to 25 per cent. 
of the monthly salary. 


Central Argentine C.O.D. Service 

As from March 1 last the above railway 
has put a system of cash on delivery into 
operation. Under this arrangement, goods 
and general merchandise will be accepted 
at Buenos Aires, Rosario, Cordéba, Tucu- 
man, Santiago del Estero, and several other 
principal centres for carriage (C.O.D.) to 
any station on the line. 


UNITED STATES 


Freight Rate Increases 

On March 2 the Interstate Commerce 
Commission authorised a general increase 
of 6 per cent. in freight rates, with certain 
exceptions, in prder to meet the greatly 
increased cost of railway operation, and in 
particular the recent wage increases. The 
chief exceptions are iron ore and sinter, for 
which the carriage charge is not increased, 
due to the highly profitable basis on which 
the ore-carrying lines are now operating. 
On anthracite, bituminous coal, coke, and 
lignite the authorised increase a net ton is 
3 cents, if the rate is less than $1, and 
5 cents if the rate is over $1, with 1 cent 
more in each case for gross tons. On 
products of mines, basic, or raw products 
of agriculture, and animals, the authorised 
increase is 3 per cent. Comment on the 
circumstances connected with this increase, 
which became effective on March 18, 
appears on p. 608. 

Southern Pacific Locomotive Power 

Reference was made in the May 1 issue 
of THE RaiLway GaZzeTTE to the ordering 
by the Southern Pacific RR. of 40 steam 
locomotives, 30 of the cab-in-front 4-8-8-2 
articulated freight type, and 10 of the 
streamlined 4-8-4 ‘‘ Daylight’’ type for 
fast passenger and freight service, placed 
respectively with the Baldwin and Lima 
locomotive works. Additional to these 
are 30 diesel-electric shunting locomotives, 
to be built by the American Locomotive 
Company. Since 1939 the S.P. has ordered 
253 steam and diesel locomotives, and 
with considerable foresight began to do so 
well in advance of the national defence 
programme; this latest order for 70 loco- 
motives, which has a total value of 
approximately $12,000,000, is in expec- 
tation of still heavier haulage demands 
along the Pacific coast. 

Rolling Stock Construction in 1941 

In all, the year 1941 saw 80,502 new 
freight wagons put into service on Class I 


railways in the United States, compared 
with 65,545 in 1940, and 84,894 in 1929— 
the last previous high record. Of the 1941 
additions, 44,807 were box wagons, 30,938 
were coal wagons, 2,200 were refrigerator 
wagons, and 1,752 were flat wagons. New 
locomotives put into service totalled 633, 
of which 161 were steam and 472 diesel- 
electric or electric; this compares with 
419 (126 steam and 293 diesel-electric or 
electric) in 1940. 
Freight Wagon Capacity 

The gradual increase in size and carrying 
capacity of American freight rolling stock 
is apparent in statistics of average capacity 
that have been published recently. These 
show that, whereas in 1916 the average 
capacity of a freight wagon on Class I 
railways was 41-0 tons, by 1921 it had 
mounted to 42-5 tons, by 1926 to 45-1 
tons, by 1931 to 47-0 tons, by 1936 to 
48-8 tons, and by 1940 to 50-4 tons. This 
total increase of 22 per cent. has thus 
proceeded with uninterrupted regularity 
for 25 years, and it is still proceeding 
steadily. 

Financing the Railways 

During 1941 a total of $365,276,000 was 
advanced to the railways for rolling stock, 
equipment, and various constructional needs, 
$359,776,000 through long-term bonds and 
notes, and the remainder by means of 
short-term bonds and notes; no new 
stock was issued. Of the total financing 
just mentioned, $252,071,000 represented 
new capital and $113,205,000 was required 
for refunding purposes. The total compares 
with $372,289,000 in 1940, but in 1939 the 
corresponding amount was $185,596,000, 
and in 1938 only $72,371,000. 


CEYLON 


Transport Expert Arrives 

Mr. S. W. Nelson, whose services have 
been lent by the Ministry of War Transport 
to the Ceylon government, has revently 
arrived in Colombo. As mentioned in our 
December 19 and 26, 1941, issue and in our 
January 2 issue of this year, Mr. Nelson 
will supplement the work of the Hammond 
Commission by investigating transport 
problems and preparing a scheme for the 
co-ordination of road and railway traffic. 
It is since reported that the Ceylon govern- 
ment is considering the appointment of this 
officer as Director of Transport. The 
government, which is perturbed at railway 
losses due to road competition and is in 
any case anxious to obtain full co-ordina- 
tion of all transport services during the 
present emergency, has for some time been 
considering the creation of a National 
Transport Service, involving its taking over 
all privately-owned buses and lorries. These 
points also will be investigated by Mr. 
Nelson. 


Bus Owners and Transport 


Nationalisation 
An emergency meeting of the All-Ceylon 
Bus & Lorry Owners’ Union recently 


passed resolutions to the effect that :— 

(1) It pledges itself to co-operate with 
the government in running transport 
services to meet any emergencies which may 
arise, by adopting any scheme suggested 
by the Commissioner for Motor Transport 
or other officer appointed for the purpose, 
while individual companies retain owner- 
ship and continue to employ their own staff. 

(2) It protests against the proposed 
acquisition of road transport services by 


May 29, 1942 


the government for the duration of the 
war or for any other period. 

(3) It protests against the department of 
the Commissioner for Motor Transport 
being placed in the hands of the Minister of 
Communications & Works. 


FRANCE 


Paris Transport Amalgamation 

As was reported in our November 21, 
1941, issue at page 531, a preliminary agree- 
ment concluded in September, 1940, pro- 
vided for the amalgamation of all the urban 
public transport systems of Paris into one 
organisation generally similar to the London 
Passenger Transport Board, the Compagnie 
du C. de f. Metropolitain, in due course to 
become merged with the Société des Trans- 
ports en Commun de la Région Parisienne to 
form the new body. The latter has now 
been brought about by an agreement 
reached between the Seine Department, the 
Paris Municipality, and the Metro, whereby 
the Metro is to operate the bus services, 
previously worked by the S.T.C.R.P., from 
1942 to 1955 inclusive. The Metro thus 
obtains a traffic monopoly in Paris, having 
already held a virtual one since the drastic 
curtailment of the bus services (as men- 
tioned in our February 27 issue, at page 
296) through shortage of motor fuel and 
tyres. 

The S.T.C.R.P. is to be indemnified 
up till the end of 1945 : if agreement cannot 
be reached on the amount of indemnity the 
matter will be referred to law. Metro share 
capital is to be increased by 10 per cent. 
after January 1, 1945, half going to the 
state and half to the Municipality of Paris, 
and the interest of the former in the financial 
affairs of Paris transport services will thus 
be widened. Previously the state bore the 
deficits of these services, but had no share 
in profits: the new arrangement, however, 
allows the state to obtain half the profits of 
the Metro, bearing only half of any deficit. 
The Metro and the S.T.C.R.P. become the 
property of the Paris Municipality and the 
Seine Department respectively. 

Before the war the share capital of the 
Metro was fr. 101,720,000, reserves were 
fr. 160,530,000, and debenture loans 
amounted to fr. 2,860,040,000. Of the 
company’s 407,000 shares, about 170,000 
have been redeemed and exchanged against 
bonds. The company’s last dividend before 
the war was fr. 60 a share. To overcome 
the law relating to the limitation of divi- 
dends, a_ special law was passed on 
December 27, 1941, authorising the Metro 
to embody in its future dividends the 
statutory dividend of the S.T.C.R.P. 


SWEDEN 


Visteras Railway and the State 

It is reported that negotiations for the 
incorporation of the Stockholm-Vasterds- 
Bergslagen Jarnvagar in the State system 
have broken down for the present. The 
resumption of these negotiations, the subse- 
quent failure of which is said to be due to 
the high price a share which has been 
demanded by the private company, was 
reported in our February 27 issue at page 
296. The price which the State Railways 
are now asked to pay exceeds the present 
average quotation for the shares by 47 per 
cent. The preliminary agreement fixed the 
price at Kr. 26,500,000, that is to say, at 
Kr. 177 a share, against the quotation 
obtained on December 31, 1941, of Kr. 120. 
Quotations recently have been between 
Kr. 130 and Kr. 140; this is believed to 
have been due to the fact that the 
incorporation has been considered to be 
imminent. 
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ELECTRIC 


Electric Traction on Steep Gradients 


gOME interesting technical details have been given recently 
in the Swiss press by the well-known consulting engineer 
of Thalwil, near Zurich, Mr. A. M. Hug, concerning the 
improvements obtained in the working of certain rack railways 
by the adoption of electric traction, using specially designed 
light-weight equipment, in place of steam, or substituting this 
equipment for older designs. The scenic mountain railway, 
carrying generally a seasonal and highly variable traffic, has 
economic problems of its own and the relatively heavy demands 
on the power supply, whatever form it may take, make it neces- 
sary to eliminate unnecessary weight ; at the same time any 
steps taken in this direction must not influence adversely the 
safety of working, to which very special attention must be 
paid. In this important respect the operation of the Swiss 
mountain railways has long left nothing to be desired. 

The four lines more especially referred to by Mr. Hug are 
the Pilatus—the steepest of all—the Righi, the Glion-Rochers 
de Naye and the Bex-Chesiéres. The first three were formerly 
steam worked, the last-named electrically with old designs of 
motors and vehicles. For all four the Swiss Locomotive & 
Machine Works at Winterthur, in association with the leading 
electrical engineering firms, have produced motor 
oaches, light but strong, commodious and comfortable, which 
have, as the following particulars show, considerably improved 
the working efficiency of the trains. 


Swiss 




















Weight of Seating Weight per Journey 
loaded train capacity seat Time 
(tonnes) (kg.) | (min.) | Max. 
Railway . . | gradient 
| | | | percent. 
Steam) Electric) Steam} Electric} Steam Electric) Steam} Electric 
Pilatus ooo} 13°2 | 12-7 32 40 335 242 78 28 48 
Righi | 43 32 120 132 283 167 60 34 25 
Rochers de | 
Naye sia 30 21-7 66 62* | 380 | 274 64 38 22 
Electric traction already in use 
Old New Old New Old New | Old New 
stock | stock | stock | stock | stock | stock | stock | stock | 
Bex- | 
Chesi¢res | 37-1 25-3 48 55 700 350 80 | 55 20 





* Slight reduction of seating capacity with new trains 
& f 


The number of passengers carried for each unit interval of 
time has been in all cases considerably increased and in one 
ase nearly quadrupled. In many cases it would be possible 
to obtain a marked increase in passenger carrying capacity for 
relatively little expenditure by employing special light weight 
trailers. For this purpose Mr. Hug had himself designed, 
shortly before the war, for a French mountain railway an 
wheeled three-section articulated trailer, accommodating 
110 passengers, 85 seated, and having a tare of only 4-5 to 
} tonnes, according to the special equipment called for as to 
rack-rail braking and other details. It was intended to have 
this vehicle built by, or to the orders of Cartel & Fouché, of 
Paris. The design has been examined by the Swiss authorities 
and declared to meet all their safe working requirements. 

The proposed vehicle has a weight for each passenger of 
nly 40 to 50 kg. (88 to 110 lb.), an extremely low figure, and 
making the usual average allowance for the weight of a 
passenger, the total loaded weight would be approximately 
\2tonnes. It would be possible for most of the modern motor- 
oaches on the rack railways in Switzerland to deal with the 





jadditional load of such a trailer, except on the very steepest 


zadients, but a small increase in motor power would suffice 
to enable them to do so anywhere. A suitable electric loco- 
notive would enable a train of these trailers, carrying a large 
tmber of passengers, to be worked without difficulty. This 
vould be particularly valuable when dealing with the peak 
inter-sports traffics. 

In the case of cableways also improved designs have recently 





TRACTION SECTION 
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enabled faster services to be put on. A cableway is under 
construction at the present time in Piedmont, Italy, on which 
the speed on the upper section, which is to have no intermediate 
pylons, will be 36 km.p.h. (22 m.p.h.). 


Railway Electrification in Slovakia 


LANS for the extensive electrification of main railway lines in 
Slovakia, which have been in preparation for some time past, are 
now stated by Der Neue Tag of Prague to have been completed. 
The first section of the Slovak State Railways to be electrified 
will be the line from Sillein (Zilina) to Neudorf in Zipser (Spis 
Nova Ves). It is the intention to operate the electric trains at 
speeds between 90 and 130 km.p.h. (56 and 81 m.p.h.). It is 
stated that 5,900,000 tons of coal were used on this line during 
1940. In addition to the saving of coal, considerable benefits 
are expected to result from the greater carrying capacity of the 
line which will result from faster moving traffic. The Slovak 
Parliament has decreed that the State may guarantee a loan of 
100,000,000 crowns for building power stations and long-distance 
transmission lines. The present scheme is part of the projected 
electrification of the whole Mosty— Zilina—Vrutky—Spis Nova 
Ves—Kysak west to east main line through Slovakia. This line 
runs through mountainous districts, has steep gradients, sharp 
curves, and long tunnels. Works of strengthening and widening, 
which have been in progress since the separation of Slovakia 
from Czechoslovakia, were mentioned in THE RatLway GAZETTE 
of February 27, 1942 (page 301). Electrification of the whole 
line has been studied for some time past, and the first portion to 
be converted, apparently, will be the heaviest section from Zilina 
to the Zipser (Szepes) district as far as Neudorf in Zipser (Spis 
Nova Ves), the second junction west of Margecany, shown on the 
map at page 303 of our September 26, 1941, issue. 


New High-Speed Swedish Electric Locomotive 


A SERIES of powerful and fast electric locomotives of a new 
type are being delivered to the Swedish State Railways. 
These locomotives, intended for express traffic purposes, are of 
3,600 h.p., and designed for a maximum speed of about 85 m.p.h. 
They are designed for hauling a train of 600 tons weight at a speed 
of 75 m.p.h. on level track. This new type is the most powerful 
so far built for electrified railways in Sweden ; it includes several 
new features compared with earlier types. It has direct individual 
axle drive ; one motor is connected to each of the four driving axles. 
Further, the control system is of new design with so-called ‘‘ fine 
regulation,’ which makes possible steady successive increases of 
the power up to a maximum at the starting of the train, whereby 
slipping is avoided to a larger extent than with older starting 
systems. The new locomotives have been built by various Swedish 
works, and the electrical equipment delivered by the Asea Company. 
The electrification of the last section—a distance of about 310 
miles between Langsele and Boden—of the Northern main line of 
the Swedish State Railways was opened for traffic recently. With 
the completion of this section, all main lines and many of the 
intersecting lines of the State-owned railways have been electrified. 
Of the total State Railway system, 2,650 miles, or about 41 per 
cent., is equipped for electric traction, and together with private 
lines, the electrified track totals over 3,000 miles. According to 
the statistics of the Swedish State Railways, about 85 per cent. of 
the traffic on the State lines is today handled by electric trains. 
The electrification, which was commenced in 1910, has turned out 
favourably, and in the present situation, when Sweden cannot 
obtain sufficient imports of fuel, the value of the electrification 
ranks very high indeed because it makes use of locally-available 
water power. 








ELECTRIFICATION OF GAVLE-FALUN LinE.—The GéAvle-Dala 
Railway Company recently decided to convert to electric traction 
the 92-km. (57-mile) Gavle-Falun section of its G&avle-Falun- 
Rattvik-Mora-Alvdalen standard-gauge main line of 223 km. (138 
miles) in length. The cost of the conversion is estimated at 
Kronor 4,773,000, and the saving of coal through the adoption 
of electric traction over the section is calculate1 to amount to 
10,200 metric tons per annum. The company also owns the 
standard-gauge branch line from Falun to Bjérbo, 70 km. (43 
miles) long. 
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Electric Traction Section 


Nose-Suspended Locomotive Motors 


Methods of Removal 
By CEO. W. McARD 


G INCE the introduction of electric traction as an alterna- 

tive means of operation for railways, whether 

‘ straight ’’ electric or in conjunction with a diesel 
generating set, a problem which has faced the designer of 
every type of vehicle is the method of mounting the driving 
motor. In touching briefly on the alternatives available, the 
writer reviews the particular methods to be adopted for 
removing the motor when this is a nose-suspended driving 
unit. ° 

Four schemes of electric drive are available from which the 

designer may select that most suitable for his unit :— 

(1) The fixed motor, using a cardan shaft for transmitting 
the drive through a worm or bevel gearbox on the 
axle. 

(2) The fixed motor driving a .jackshaft through spur 
gearing, and the road wheels by rods from the jack- 
shaft. 

(3) The fixed motor with quill, or similar, drive. 

(4) The nose-suspended motor. 

The first scheme is employed on railcars where the power 

of the motor does not exceed 150 h.p. approximately; also 
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on shunting locomotives of similar power. Scheme No. 2 js 
favoured for heavy freight and shunting locomotives where 
tractive power takes precedence over speed. No. 8 is usually 
selected for high-speed running where high power can be 
obtained with a minimum addition to the unsprung rai] 
weight. Several drives are available in this category; that 
known as the quill was, possibly, the transmission most 
widely used in this class, but the same leading features 
prevail in each—all the motor weight comes on the vehicle 
springs. 

No. 4, the nose-suspended motor, is possibly that most 
commonly found on electric coaching stock, and in most 
vehicles it operates through a bogie as in the Southern 
Railway units. There are several reasons for its popularity 
for, in spite of drawbacks that are, perhaps, equally well 
known, one of its chief advantages lies in the ease with 
which it can be examined and, if found necessary, removed; 
the bogie is run out and transferred to the maintenance 
department, and a spare bogie substituted to keep the 
vehicle in service. Although the nose-suspended motor is 
principally used on bogie cars, it is also employed occasion- 
ally on locomotives with a rigid axle layout, and the replace- 
ment of a defective motor in such a vehicle is usually achieved 
by (a) raising the engine and swinging it over to another 
track, leaving the faulty motor with its wheels and axle stand- 
ing on the road ; or (b) lowering the wheels, axle, and motor 
by means of a wheeldrop. 

Attempts to remove the motor alone 
over a pit with block and tackle have been 
made with a measure of success, but the 
process is laborious, and trouble arises 
when the motor is to be returned to its 
axle, as the latter is still in position 
under the locomotive; this, however 
is so hazardous that to attempt it as 
a regular practice is too costly and risky 























Fig. 1— Method of removing 

motor, using special bogie 

arrangement, when a pit is 
available 






































a job. 

The second method (b) is the only. really satisfactory 
scheme for a fixed-axle vehicle employing this type of motor 
when crane facilities are too limited for (a) and Fig. 1 
explains the method proposed. The nose re-action bracket, 
bolted to one of the frame~stretchers, must be removed to 
facilitate the downward passage of the motor; the latter is 


first blocked up on the drop table in its normal running | 
When the wheel drop has reached its lowest point, j 


position. 
a special bogie arrangement capable of easy erection and 
dismantling, can be brought into operation. 

When repairs must be effected in a locality where no 
crane or wheel drop is to hand, the reverse arrangement must 
be effected, as shown in Fig. 2. This involves jacking the 
engine at each end sufficiently high to afford proper access 
to the motor beneath, and by a suitable disposition of pack- 
ing blocks, with, perhaps, a couple of ‘‘ I’’ beams, it is still 
possible to run out the wheels and motor for removal. 
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Fig. 2—Motor jacked sufficiently high to enable proper access, when no pit is available 
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JRING an air raid on Clydeside in September, 1940, a 
D high-explosive bomb fell on a bowling green beneath 

which run the twin tunnels of the Glasgow Subway 
Railway, aligned parallel to one another, at a distance of 
i8 ft. apart, centre to centre, and on a gradient falling at 
| in 20 towards the River Clyde. Despite the fact that the 
tunnels are quite near the surface, they are built up of 
cast-iron segments ?-in. thick with flanges 6 in. x 1 in., 
strengthened with l-in. thick brackets 9 in. apart. Each 
segment is 1 ft. 6 in. wide and measures 4 ft. 1} in. round 
the outside of its curved surface. Adjacent segments are 
bolted together with 4-in. x 1-in. bolts at 9-in. centres along 
each side, and there is a %-in. wood liner between them. 
Each complete 18-in. ring consists of nine of these segments 
and a key or closure segment at the top (9 in. x 1 ft. 6 in.), 
and the ring measures 11 ft. internally and 12 ft. externally 
in dia. 


Examination after the raid showed that the crown segments 


of both tunnels were damaged, and that sub-soil had fallen in 
ind blocked both for a length of about 30 ft. From the 
original break, cracks began to develop and spread along 
both tunnels in both directions; northwards they extended 
about 18 ft. in each instance, and southwards they were 
15 ft. in the Outer Circle tunnel, at or near the springer 
| level, and 27 ft. 6 in. in the Inner Circle tunnel partly below 
springer level. Later it was discovered that this crack had 
extended completely round the ironwork and had opened 
ut 1 in, 





Methods adopted for Repair 

On the morning after the raid a frame 40 ft. square, con 
sisting of 12-in. x 12-in. Douglas fir timber, was placed in 
position on the surface, and an A.F.S. pump was installed 
to control water that had percolated into the tunnels. Bulk- 
heads were erected in each tunnel to prevent the clay and 
sand subsoil from slipping into them. A 5-ton steam crane 
with a 70-ft. jib was brought up to the east side of the crater 
for raising excavated material; 15-ft. timber piles each 6 in. 
x 3 in. were driven by hand as excavation proceeded, and 
idditional frames were inserted every 5 ft. in depth. The 
two frames in the centre had to be strutted to resist side 
pressure when 12 ft. had been excavated. 
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{bove: Subsoil fallen in and blocking tunnel as a result of bomb explosion. 
frames and crass struts supporting 15-ft. timber piles round excavation. 
position for extended excavation 
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AIR RAID DAMAGE TO GLASGOW SUBWAY RAILWAY 
A brief description of the damage caused by an H.E. bomb 


on the twin cast-iron tunnels, and methods for their repair 


So far the soil had been sand and made-up-ground, but 
at 13 ft. water-bearing muddy clay and sand were encoun- 
tered, and despite searches revealing no water- or sewer- 
main leaks anywhere near, water flowed in and excavation 
became increasingly difficult. The frames had to be cross- 
strutted, and a 3-ton Smith travelling crane began to assist 
excavation. When the full length of the piling, 15 ft., had 
been excavated, the ground outside and all round the piling 
was dug out down to the second frame; its surface was sloped 
off in a 1} to 1 slope. This enabled the top frame to be 
removed and the piles to be driven another 5 ft. In this 
way 20 ft. had been excavated within 15 days of the bomb- 
ing, and two days later the crowns of the tunnels were 
exposed; water then found its way freely into the tunnels. 

A guard rail of 12-in. x 16-in. timber was next placed 


in position for a second setting, this time of steel piling, 
and the piles were placed between the guard rail and lower 
Driving by steam 


frame on the west side of the excavation. 





Centre: 12 in. x 12 in. Douglas fir timber 
Right: Steel sheet piling being placed in 


hammer then began. As the continual extension of the 
cracks in the tunnels already mentioned was fully revealed 
at this point, it was decided to extend the excavation 30 ft. 
northwards and 40 ft. southwards so as to include the 
cracked portions, and also enable cement grout to be forced 
under the inverts of the tunnels to prevent further settlement. 


Extension of Excavation and Cement Grouting 

Iwo 12-in. x 12-in. timber frames were, therefore, placed 
for an excavation 110 ft. long x 40 ft. wide, and two more 
cranes were installed. Steel piles 16 ft. long were driven and 
excavation was carried down to 16 ft. The second setting 
was then formed and excavation continued; the whole of 
the damaged tops of the tunnels were exposed on the 49th 
day after the air raid. 

Meanwhile cement grouting under 70 lb. per sq. in. pres- 
sure continued below the undamaged sections of the tunnels, 
and percolated both through the shattered strata to the 
surface and to the excavation, when the process was stopped 
to allow of setting; 35 tons of cement were thus used. 

Where the explosion had occurred and throughout the 
badly-cracked portion southwards in the Inner Circle tunnel, 
the whole ironwork had to be dismantled completely. Exca- 

(Text coxcluded on p. 621; other pictures on p. 614) 
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Left: Extension of the excavation and timbering to include cracked sections of tunnels, measuring 110 ft. 10 ft. 
Right : Excavation completed down to tunnel level exposing lower undamaged iron segments after damaged upper segments 
had been removed 


poil 
Chie 


Centring for new brick upper halves of tunnels. Right: Centring and reinforced brickwork springing from mass 
concrete filling between iron lower half of tunnel and the steel piling 


Mr. 
Chait 
Sir 
Left: Detailed view of four-ring reinforced brickwork in cement with expanded metal reinforcement between second Mect 
. , : ‘ . ae ss oa ° . ee ° Williz 
and third rings. Right: A section of one of the tunnels, as rebuilt in brickwork over iron, beyond original all-iron 


tunnel section in foreground (See article on page 613) 
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PERSONAL 


fhe Minister of War Transport has 
appointed Viscount Ridley to be Director 
of Producer-Gas Vehicles in the Ministry. 
Lord Ridley is a Director of the L.N.E.R. 
The King has awarded the Imperial 
Service Medal to the following members of 
the New South Wales Department of Road 
Transport & Tramways :—Mr. B. J Bone, 
Inspector ; Mr. W. T. Gibb, Inspec-. 
tor; and Mr. J. C. McKendry, 
Starter. 


The Minister of Supply has ap- 
pointed Sir Kenneth Lee to be 
Director General of Raw Material 
Controls in place of Sir George 
Beharrell who has resigned on 
account of ill health. 


INSTITUTE OF TRANSPORT 
APPOINTMENT 
Mr. F. W. Crews, Acting Se-re- 
tary, has been appointed Secretary 
of the Institute of Transport with 
effect from June 1. 


Mr. P. D. Kavan’s appointment 
as Chief Designer of the Ceylon 
Government Railway has _ been 
approved by the Executive Com- 
mittee of Communications & Works. 


RAILWAY STAFF CHANGES 


H. Lamb has been ap- 
to officiate as Deputy 
Engineer (Car- 
G.I.P.R., as 


INDIAN 

Mr. G. 
pointed 
Chief Mechanical 
riage & Wagon), 
from January 7. 

Mr. S. J. P. Cambridge has 
been appointed to officiate as 
Deputy General Manager (War 
Planning), E.I.R., as from Janu- 
ary 29. 


Mr. A. M. Sims has been con- 
firmed as Chief Engineer, 
N.W.R., in a provisionally per- 





RAILWAY 
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Sir Edward Wentworth Beatty, G.B.E., 
K.C., LL.D., Chairman & President of the 
Canadian Pacific Railway Company, who, 
as recorded in our May 8 issue, is relin- 
quishing the office of President, because of 
ill-health, was born in October, 1877, and 
joined the staff of the Canadian Pacific 
Railway in 1901 as an Assistant in the Law 
Department. He was appointed Assistant 
Solicitor in 1905; five years later he 
1913 was 


became General Solicitor, and in 





NEWS SECTION 





will continue to act as Chairman of the 
company. He is well known for his diverse 
educational and philanthropic interests. 


Mr. C. F. Havord, Deputy Locomotive 
& General Storekeeper, Crewe, L.M.S.R., 
who, as recorded in our May 8 issue, has 
been appointed Resident. Locomotive & 
General Storekeeper, Derby, joined the 
staff of the L.N.W.R., as a clerk in the 
Goods Department, Haydon Square, 
London, in November, 1912. InMay, 
1914, he transferred to the General 
Manager’s Buying Department, 
Euston, and from May, 1915, to 
February, 1919, he served in H.M 
Forces. Mr. Havord returned 
to railway service in 1919, and 
served in various capacities in the 
L.N.W.R. & L.M.S.R. Stores De- 
partments, including being loaned 
to the Secretary Timber Allocation, 
and acting as Personal Clerk to 
Mr. F. D. Stones. In April, 1927, 
Mr. Havord was appointed Personal 
Clerk to the L.M.S.R. Chief Stores 
Superintendentand from November, 
1927, he also undertook the duties 
of Secretary to the Stores Commit- 
tee. In April, 1931, Mr. Havord 
was appointed Assistant Stores 
Controller, Electrical, Signal & 
Telegraph Stores and in January, 
1931, became Resident Storekeeper, 
Locomotive, Bridge & Station, 
Electrical, Signal & Telegraph 
Stores, Crewe. Mr. Havord’'s 
services were loaned to the Ministry 
of Supply in September, 1939, and 
he was appointed Assistant Director 
to Mr. R. A. Riddles, Deputy 
Director-General, Royal Engineering 
Equipment; his duties covered 
mainly the securing of railway 
track material and general stores. © 


We regret to record the death, at 
the age of 87, of Senhor Jose 
Fernando de Souza, Director and 
Editor-in-Chief of our Lisbon con- 


manent capacity. temporary Gazeta dos Caminhos de 

, een Fervo. Senhor Fernando de Souza, 

Mr "? B. N. oe a apart from his journalistic and 

confirmed permanen ane’ Sir Edward W. Beatty, C.B.E., K.C., LL.D. literary work, had a distinguished 
Engineer, N.W.R., as from i J 


January 30. 

Mr. H. S. Timmis, a Member 
of the Mersey Docks & Harbour Board, 
and a Director of the Liverpool Overhead 
Railway Company, left £293,015 


The Chancellor of the Exchequer, in 
consultation with the President of the 
Board of Trade and the Minister of Labour 
& National Service, has appointed a com- 
mittee to inquire into the man-power 
situation in financial institutions. The 
committee will consist of: Lord Kennet, 
Director, Southern Railway Company, 
who will be Chairman of the committee ; 
Mr. F. H. E. Branson; Mr. D. T. Garrett 
and Sir Robert Witt, City Solicitors; Mr. 
J. C. Burleigh, Accountant; Mr. G. Cun- 
liffe, Director, British Aluminium Co. Ltd. ; 


Mr T. G. Davies; Mr. E. H. Lever, 
Chairman, Richard Thomas & Co. Ltd. ; 
Sir Felix Pole, Chairman, Associated 


Electrical Industries Limited; and Sir 
William Wood, President, L.M.S.R. 


President, Canadian Pacific Railway Company, 1918-1942 


Sir Edward retains the Chairmanship 


appointed General Counsel. He 
rapidly and, on the retirement of Lord 
Shaughnessy, in 1918, Mr. Beatty was 
elected President of the company. On the 
death of Lord Shaughnessy in 1924 Mr. 
Beatty succeeded him as Chairman & 
President. He became Chairman of 
Canadian Pacific Steamships Limited in 
1925, and was knighted in July, 1935 
Towards the end of 1939, Sir Edward was 
appointed Controller of Shipping for 
Canada, to work in conjunction with the 
British Ministry of Shipping, which position 
he held until September, 1941. It was then 
found necessary to create a board of 
directors, able to give full-time attention 
to war transport problems, because of the 
vast expansion of shipping planned for the 
future. Sir Edward is associated with 
some 34 transport concerns and with a 
numter of important commercial enter- 
prises in the Dominion. At the request 
of the Directors of the C.P.R. Sir Edward 


rose 


career in railway and public service 
as a military and civil engineer. 


Mr. H. T. Rendell, B.Sc., Assistant to the 
Divisional Locomotive Superintendent, 
Neath, G.W.R., who, as recorded in our 
May | issue, has been appointed Divisional 
Locomotive Superintendent, Neath, was 
educated at Merchant Taylor’s School, and 
University College, London. He joined 
the Great Western Railway and entered 
its Swindon works as a pupil. For about 
a year he was in America, working with 
the Pennsylvania Railroad, and the Car- 
dillac Motor Company, Detroit, but returned 
to the Road Transport Department, G.W.R., 
in 1911. Mr. Rendell held a Special Reserve 
Commission at the War Office, was mobilised 
in 1914, and went to France with the Ist 
Cavalry Division. Early in 1915 he was 
appointed to the Staff in connection with 
movement of heavy artillery and mechani- 
cal transport ; he was awarded the D.S.O. 
and mentioned in despatches. He was 
demobilised in 1919, with the rank of Major, 
and returned to the Road Transport 












































































































































































































































Vr. H. T. Rendell 


Appointed Divisional Locomotive Superintendent, 
Neath, G.W.R, 


Department For three years Mr. Rendell 
was a train “‘runner”’ attached to the 
Superintendent of the Line’s Office in con- 
nection with operation of passenger and 
goods trains. In 1923 he was appointed 
Assistant Superintendent, Chief Mechanical 
I-engineer’s Department, Old Oak Common, 
and became Assistant to the Superintendent, 
Neath, in 1936 


Mr. W H. Bodman, A.M.I.Mech.E., 
Divisional Locomotive Superintendent, 
Cardiff, G.W.R., who, as recorded in our 
May 1 issue, has been appointed Staff 


Assistant to Chief Mechanical Engineer, 
Swindon, began his apprenticeship to 
hitting, turning, and erecting in the Swindon 
locomotive works in 1908. After passing 
through the various shops and the testing 
house, he was transferred to the Drawing 
Office in 1913. Early in 1915 he joined 
His Majesty’s Forces and served two years 
overseas with the 504th Field Company, 





Mr. W. H. Bodman 


Appointed Staff Assistant to Chief Mechanical 
Engineer, Swindon, G.W.R. 
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Royal Engineers. After demobilisation in 
February, 1919, Mr. Bodman returned to 
the Drawing Office, and in August, 1922, 
he was transferred to Neath as assistant to 
the Locomotive, Carriage & Wagon Super- 
intendent. In January, 1936, he was 
appointed Assistant Locomotive, Carriage 
& Wagon Superintendent, Cardiff Valleys 
Division. He was appointed Divisional 
Locomotive Superintendent, Cardiff, in 
1939. 


Mr. W. 
tendent, 
corded in 
appointed 
Executive 


M. Perts, Commercial Superin- 
Southern Railway, who, as _re- 
our May 22 issue, has been 
Chairman of the Railway 
Committee’s Passenger Com- 
mittee as from April 1, 1942, entered the 
service of the London Chatham & Dover 
Railway in 1891. He was appointed Assis- 
tant to the Parcels Manager of the S.E. & 
C.R. in 1911, and took charge of the 
work of that department in 1921. Mr. 
Perts became Deputy Assistant for Rates 
& Charges to the Indoor Commercial 
Manager in 1923, when the Southern Rail- 
set up after the 
He gave evidence on 
behalf of the railway companies before 
the Rates Advisory Committee in 1920, 
and the Railway Rates Tribunal in 1924 
on questions relating to rates for traffic 


way organisation was 


amalgamation. 


by passenger train. Mr. Perts was ap- 
pointed Rates & Fares Assistant to the 
Traffic Manager in 1930, and Deputy 
Commercial Assistant in 1934. In the 


Southern Railway Rating Assessment case 
before the Railway & Canal Commissioners 
in 1934 he gave evidence relating to 
traffic conveyed in private-owners’ wagons. 
In 1936 Mr. Perts was appointed Com- 
mercial Assistant to Traffic Manager and 
he became Commercial Superintendent in 


1937. He was appointed Chairman of the 
Railway Executive Committee Goods 
Managers’ Committee in 1938, had been 


Member of the Railway Executive Com- 
mittee Passenger Committee, and Mineral 
Committee since 1938. He was Chairman 
of the Railway Clearing House 
Managers’ Conference in 1938, and Chair- 
man of the Railway Clearing House 
Mineral Managers’ Conference in 1939. 


Goods 


Mr. Perts has been Chairman of the Rail- 
way Clearing House Coaching Traffic 
Superintendents’ Conference since 1941, 
and was a Member of the Rail & Road 
Central Conference of 1939°—1940. He is 


a Freeman of the City of London, and a 
Foundation Member of the Institute of 
rransport, of which he is a past member 
of Council. 


Mr. H. N. S. Edwards, Assistant to the 
Locomotive Running Superintendent & 
Outdoor Assistant to the Chief Mechanical 
Engineer, Swindon, G.W.R., who, as 
recorded in our May 1 issue, has_ been 
appointed Divisional Locomotive Super- 
intendent, Cardiff, joined the staff of the 
Taff Vale Railway in 1910 as an apprentice 
at West Yard, Cardiff. He served with the 
Royal Engineers (T.A.) 1914-1919; then 
returned to railway service as a draughts- 
man and later was appointed Inspector. 
After the amalgamation of the railways Mr. 
Edwards transferred to the Newport Divi- 
sion as Inspector and, in 1929, was 
appointed Assistant to the Divisional Loco- 
motive Superintendent there. In 1933 Mr. 
Edwards transferred to Bristol in a similar 
capacity, and in July, 1941, was appointed 
Assistant to the Locomotive Running 
Superintendent & Outdoor Assistant to the 
Chief Mechanical Engineer, Swindon. Mr. 
Edwards is an Associate Member of the 
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Mr. W. M. Perts 


Appointed Chairman of the Passenger Comn 
of the Railway Executive Committee 


Institution of Mechanical Engineers, and an 


Associate Fellow of the Permanent Way 
Institution. 
The Minister of Production has ap- 


pointed an Industrial Panel to be composed 
of the following members: Mr. G. E. Bailey, 
Director of Associated Electrical Industries 


Limited; Mr. E. W. Bussey; Mr. A 
Dalgleish; Mr. W. Gunn; Sir Ernest 
Lemon, Vice-President (Railway Traffi 


Operating & Commercial), L.M.S.R Mr. 
G. S. Maginness, Managing Director, 
Churchill Machine Tool Co. Ltd.; Mr. G 
Martin; Mr. A. McKinstry, Managing 
Director, Babcock & Wilcox Limited; 
Mr. F. Parkinson, Director of Crompton 
Parkinson Limited; Mr. W. Puckey; 
Mr. T. G. Spencer, Managing Director, 
Standard Telephones & Cables Limited 
Mr. J. Tanner, Director of S. Pearson & 
Son Ltd.; and the Hon. J. K. Weir, 


Director of G. & J. Weir Limited. 





Vr. H. N. S. Edwards 


Appointed Divisional Locomotive Superintendent, 
Cardiff, G.W.R. 
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Little Holiday Traffic at Whitsun 

The public responded well to the 
official injunctions not to travel over the 
Whitsun holiday and so to ease the strain 
on public transport. The London railway 
termini reported that the number of pas- 
sengers was far less than customary, and 
reports from other parts of the country 
suggest that travel and visitors to resorts 
were not much in excess of normal. 


Standing in Small Buses 
Between midnight and 7.30 p.m. a 
maximum of six standing passengers may 
now be carried on 20-seat, driver-con- 
ductor-operated buses on a number of 
services in the outer London area. This 

facility was introduced on April 27. 


Harpenden to Heath Park Service 

To cover the withdrawal of the L.M.S.R. 
train service between Heath Park and 
Harpenden, additional journeys are being 
run from May 26 between Harpenden on 
the London Transport Country Bus (green) 
route 307 (Chesham and Harpenden), 
primarily to cater for factory workers. 


L.M.S.R. Camping Coaches on War 
Work 

\ll the 209 L.M.S.R. holiday camping 
coaches, that in peacetime were located at 
beauty spots throughout the country, are 
now on war work. They are now being 
used in a variety of ways, as Home Guard 
posts and guard rooms, and others as 
Naval or Military posts. Certain of the 
coaches form part of the L.M.S.R. engin- 
eering ‘‘ flying squad’’ repair gangs, and 
provide accommodation and feeding faci- 
lities for the engineering staffs who repair 
tracks damaged by enemy air attack. 
Others are used to provide temporary 
accommodation for dock workers who may 
be transferred from one port to another to 
cope with incoming convoys. 

Staggered Hours in Jamaica 

lo relieve the strain on public vehicles at 
peak hours, the Jamaica Chamber of Com- 
merce has co-operated with city merchants 
and heads of offices to work out a scheme 
for staggering working hours. Retail 
estabishments are to be open from 8.30 
a.m. to 3.45 p.m. ; wholesale concerns from 
8 a.m. to 3.30 p.m.; and general profes- 
sional and commercial offices from 9.30 a.m. 
to 4.15 p.m. 


U.S.A. Government takes over 
Railway 

On March 21 President Roosevelt ordered 
the Office of Defense Transportation to take 
over the Toledo, Peoria & Western Railroad 
on behalf of the Government. This action 
was the outcome of a strike of the employees 
of the railway which had lasted nearly three 
months. The taking over of this railway 
was the first time that such action has been 
taken in the United States since the last 
war. The terms of the Order under which 
the railway was seized contained the follow- 
ing clause: ‘‘ Possession and operation 
hereunder shall be continued only until the 
President determines that such temporary 
possession and operation are no longer 
required for successful prosecution of the 
war.” 

Mr. J. W. Barriger, Associate Director, 
Office of Defense Transportation, has taken 
over as Federal Manager of the railway, 
and Mr. George P. McNear, President of 
the company, has been temporarily deposed. 
The railway is to be operated under the 
working rules in effect before December 28, 
when the strike occurred. The Toledo, 
Peoria & Western services provide a con- 
necting link between many eastern and 
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western railways, including the Wabash 
Railway, the Chicago, Burlington & Quincy, 
the Chicago, Rock Island & Pacific, the 
Atchison, Topeka & Santa Fe, the Minnea- 
polis & St. Louis, the Pennsylvania, the 
Chicago, Milwaukee, St. Paul & Pacific 
Railroad, and the Cleveland, Cincinnati, 
Chicago & St. Louis. 


Toronto Traffic 

The serious traffic problem which has 
resulted from the expansion of industrial 
plants engaged on war work, has caused the 
Toronto Transportation Commission. to 
employ a New York firm of traffic consul- 
tants to make a comprehensive survey and 
submit recommendations for improvement. 
The survey will include all the suburban 
railway, tramway, and bus facilities. The 
Toronto Transportation Commission itself 
is responsible for the maintenance of the 
tramway and bus services. Restriction in 
the use of private motorcars will soon 
throw even greater strain on public trans- 
port. 


New European Timetables 

A new timetable for the Reichsbahn and 
railways in occupied Europe came into 
force on May 4; in so far as goods trains 
are concerned, it is to operate for a full 
year. Summer time is to remain in force 
throughout the year. A goods train time- 
table conference was held in Stuttgart from 
February 17 to 20, attended by German 
representatives only, from the Ministry of 
Transport, Berlin, the Reichsbahn divisions, 
including the Railways of the Protectorate 
of Bohemia & Moravia, and Wehrmacht 
(military) divisions of Paris and 
Brussels. The alterations had to provide 
for increased requirements of the military 
departments. More locomotives were 
needed for occupied territories, and passen- 
ger train services were accordingly further 
reduced. This made more engines available 
for goods trains, but these engines being 
less powerful, lighter goods trains had to be 
scheduled on lines where passenger engines 
are to be used. Another effect of the 
restriction of passenger services has been 
that heavy goods trains have been put back 
to the shortest route in many cases where 
formerly the density of passenger traffic 
made detours necessary for the slower goods 
trains. On electrified sections more use is 
to be made of electric locomotives, and even 
passenger motor coaches, on goods services. 
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The steam goods locomotives hitherto used 
are thus made available for other sections. 
Light local goods trains have been reduced 
to a bare minimum, and important wayside 
stations are again served by certain long- 
distance goods trains. More regular but 
fewer conditional trains are run, and longer 
shifts for engines and crews have been 
introduced. 


Goods Leaving Switzerland 
Passengers travelling abroad from Swit- 
zerland must henceforth acquire licences 
for any goods, free as well as rationed, which 
they wish to take with them out of the 
country. This does not apply to their 
personal travel luggage. 


Aid to Russia through Persia 

During the past twelve months there has 
been a vast increase in the quantity of war 
supplies for Russia from the U.K. and the 
U.S.A. proceeding month by month through 
Persia from ports on the Persian Gulf, as 
the result of the improvement there in port, 
rail, and road facilities. We are officially 
informed that the Persians aré co-operating 
willingly in the maintenance of this import- 
ant transport link, and much local labour 
is employed. We reproduce a photograph 
sent from Cairo by radio showing L.M.S.R. 
rolling stock, shipped to Persia from 
England and referred to locally as ‘‘ Chur- 
chill’s Reply.”” This picture shows trains 
loaded with supplies for Russia about to 
leave the marshalling yards at Ahwaz. 
As shown on the sketch map reproduced 
at page 578 of our May 15 issue, Ahwaz 
is the junction between the original line 
from Bandar Shahpur and the newer line 
from Khorramshahr which was brought into 
service at the end of April. 


Staff of the Reichsbahn 

The German State Railway is reported 
to have a regular staff of 1} million in its 
service, many of its members working in 
occupied territories. The necessary staff to 
operate or to control the operation of rail- 
ways in seized territories was readily avail- 
able, as for years a large contingent of 
reserve men had been trained specially to 
take over the duties of railwaymen who were 
to be sent abroad in case of war, a further 
proof, if any were needed, of how systemati- 
cally the overpowering of neighbouring 
countries had been planned. The super- 
vising departments of the Reichsbahn have 
always been rather overstaffed, and no 
difficulties should have been experienced in 
drawing on them to control the railways in 





L.M.S.R. rolling stock about to leave the marshalling yards at Ahwaz (Persia) 
with British and U.S.A. supplies for Russia—a picture radioed from Cairo 
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annexed or occupied territories. The 
operating staffs required for stations, signal 
boxes, and trains in occupied countries, 
were taken from the regular German staff 
and their places were filled from the reserve 
force, formed of permanent way and work- 
shop staff. Every permanent way man 
engaged had passed through a period of 
training, usually six months, as shunter, 
pointsman, signalman, guard, ticket collec- 
tor, and booking clerk, before rejoining his 
own department. Workshop staff were 
given similar training as drivers and firemen 
on regular train service. All these men 
were kept in training by using them as relief 
men on Sundays and holidays. 

Immediately after the war began, a 
second reserve force was formed by training 
women as booking clerks, ticket collectors, 
guards, cleaners, and stationmasters at 
wayside stations. This measure was 
accompanied by the explanation that ‘“‘ how- 
ever undesirable it must be in peacetime to 
take German women away from their home 
duties where they belong, war makes their 
services valuable in relieving men for other 
duties.’’ Some 80,000 women are now on 
the regular war staff of the Reichsbahn. 
Later in the war, additional staff was 
recruited in occupied countries, and brought 
from prisoner-of-war camps. These men 
are employed in permanent way gangs, as 
goods porters, and in workshops. 

Besides these reserves, additional staff 
was found by the introduction of longer 
working hours generally, and by cutting 
down rest and holiday periods. Men called 
to the armed Forces are said to comprise 
only some highly-trained special workers, 
such as mechanics and welders. 


The Railway Position in Holland 

The rolling stock position of the Nether- 
lands Railways, as affected by the hos- 
tilities of May,e 1940, the subsequent 
requisitioning by the German forces up 
to the close of fighting in France, and the 
redistribution which ensued has now been 
cleared up, according to reports from 
Holland. It has been established that 2 
locomotives, 1 shunting motor, 78 carriages, 
and 134 wagons were damaged beyond 
repair, and that 45 locomotives, 2 shunting 
motors, 206 carriages, and 374 wagons were 


damaged, repaired, and put back into 
service. By the end of 1940 the locomotive 


and rolling stock in operation—not neces- 
sarily all of it in Holland—was as follows : 


Locomotives... a ale Sad 866 (872) 
Shunting motors Au ie 25 (36) 
Carriages pee sis on ... $41,615 (1,702) 
Vans: luggage, mail, brake... ee 1,239 (1,236) 
Closed wagons ... : 10,960 (11,027) 
Open wagons , nei ane ... 15,757 (15,289) 
Service vehicles... on aes -- 6,950 (1,055) 
Private wagons ... sas a ... $1,530 (1,485) 
Electric motor cars ... oes tole 14 153 
» trailers = sie sea 166 161 

» 2-carunits... eu a“ él 6l 

»  Jscarunits... oni sid 36 37 
Petrol railcars ... ane ae ae 50 50 
Diesel-electric railcars ens jie 121 106 
- » locomotives ... Sin 2 2 

3- and 5-car units... 54 40 


The figures in brackets show the position a year 
earlier 


The increases for the year in some 
instances are caused by new rolling stock 
having been under construction at the 
beginning of the year and completed before 
the end. 

Several lines which had been closed to 
passenger traffic, but remained open for 
goods, were temporarily reopened for all 
traffic when hostilities ceased. In some 
cases, after road and bridge repairs had 
permitted bus services to be reinstated, the 
old situation was restored ; but many lines 
have remained open, and a number of 
main-line wayside stations have been re- 
opened for passenger traffic. Two railway 
sections, which had been closed to all 
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traffic shortly before the German invasion, 
and dismantling of which had actually 
started, were reconditioned and are again 
in use. These are the section Emmen- 
Gasselternyeveen, and Stadskanaal-Wilder- 
vank, on the line to Zuidbroek, both in the 
North-East. Some telling figures about 
the goods traffic crossing the Dutch frontiers 
have also become known, and are given 
in the following table :— 

Number of loaded wagons 

1939 


1940 

General merchandise 497,496 522,103 
Limburg coal ° hos 549,073 475,474 
Belgian frontier, outward 102,931 45,301 
= é inward ... 54,875 31,410 
German frontier, outward 82,815 166,964 
a = inward 200,327 125,511 


It should be noted that for the first 
four months of 1940 the position had not 
materially altered from that of the previous 
vear. The German control of transport in 
the occupied Netherlands is maintained by 
the Transport Commandant of the German 
Wehrmacht, who is assisted in railway 
matters by a representative of the Reichs- 
bahn, having full authority in the railway 


department of the Ministry of Public 
Works at The Hague, and by another 
Reichsbahn Bahnbevollmachtigte at the 


head offices of the railway at Utrecht. Ger- 
man military commanders are stationed at 
junctions, locomotive running sheds, work- 
shops, and other key points. 


Hungarian Travel Restrictions 

Drastic restrictions on passenger train 
traffic in Hungary and on private motor 
traffic were announced on May 16. Only 
passengers who can prove absolute necessity 
for travel will be admitted to trains. The 
reason given is the need to facilitate goods 
traffic and to meet military demands. 
From May 16 owners of private motorcars 
are not permitted to use them excepting for 
strictly business purposes. 

Railways in Croatia 

The sum of 200 million dinar (£1,000,000) 
is said to have been spent on railway recon- 
struction and improvements since the 
separate existence of the Croatian State 
Railways, according to a report issued by 
the Zagreb Ministry of Communications. 
The new railways which are nearing com- 
pletion are Knin to Bihac, Karlovac to 
Bihac, and Banja Luka to Pribinic, all 
standard gauge; and an extension from 
Metkovic to the coast of the 2 ft. 6 in. gauge 
branch from Gabela junction on _ the 
Sarajevo-Dubrovnok line. Surveys of a 
number of other lines have been so far 
completed that construction has begun, 
or is t® begin during the first half of this 
year. The standard-gauge lines are (1) the 
Vrhovine Plitvicka Jezera to Senj branch 
of the Karlovac-Split line ; (2) an extension 
of the Varazdin-Golubovac branch to Zlatar 
(north of Zagreb) ; and (3) Banova Jaruga 
(on the Zagreb main line) to Garesnica 
(terminus of the branch from Krizevci), all 
standard gauge. Narrow-gauge _ lines 
planned are (1) from Serajevo to Kusace, 
and (2) a short branch of the Usora-Pribinic 
line from Jelah to Tesanj. Of these new 
lines the Karlovac-Bihac line apparently 
replaces the Bihac to Vrhovine Plitvicka 
Jezera section of the pre-war project of a 
through connection from Senj to Bihac. 
Vrhovine Pl. Jez. is the junction on the 
Karlovac-Split line whence the Senj branch 
is being built. 

A heavier rail section is being used in 
relaying works on a number of main lines ; 
140 sets of turnouts of the new section have 


been installed. A new goods station is 
under construction at Zagreb, and the 


junctions of Ostarije and Brod have been 
enlarged. 

The rolling stock allocated to Croatia is 
not considered sufficient for the operation 
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as an independant system, and in the next 
three years 15 2-6-2 passenger engines, 30 
0-8-2 mixed traffic engines, and 25 0-6-9 
shunting engines are to be built; the 15 
passenger locomotives are stated to be under 
construction at the Brod rolling stock 
workshops. 


Producer-Gas Fuel Rationed in Italy 

Rationing of wood and charcoal for use 
in producer-gas units of motor vehicles was 
introduced in Italy on February 10. Monthly 
rations based on horsepower and normal 
speed are as follow :— 


Kind Charcoal Wood 

g. kg 

Passenger cars... Pe pee 150 300 
Lorries : 

Upto !5h.p. ... ane a 300 609 

Over 15 to 20 h.p sad wind 350 700 

Over 20 to 30 h.p. aa mas 750 1,500 

Over 30 to 40 h.p ... 2,000 4,000 

Over 40 h.p. 4,000 8,000 


Motor Vehicles in Sweden 
Most of the new registrations of motor 
vehicles in Sweden are now for vehicles 
equipped with producer-gas units. Regis- 
trations for the first ten months of 1941 
were as follow :— 


Type of Fuel Passenger Lorries 
cars 

Charcoal ... = ae eae 537 1,050 
Wood don we fil aie 84 2,311 
Petrol on sed ma sa 56 147 
Diesel seid jet wad pe 15 25 
Other son sda pm ane i 21 
Total ae il 703 3,554 


These totals do not include 132 electric 
vehicles, of which 7 were passenger cars 
and 125 lorries. 


Southern Ukraine 

The southern part of the Ukraine, with 
the river Bug as the new frontier, has been 
declared Roumanian territory by the Axis, 
under the name of Trans-Nistral (across the 
River Dniester), with Odessa as the capital. 
The railways in this territory have been 
re-opened to civilian traffic. The main line 
in this province is that from Odessa to 
Imerinka, the junction for the main lines to 
Kiev and to Lwow. The new frontier cuts 
this main line south of Imerinka. From Raz- 
delnaya, a junction 44 miles from Odessa, 
a 3l-mile branch line crosses the pre-war 
Roumanian frontier at Tiraspol, towards 
Chisineu. The lines from the west con- 
verging on Odessa have been converted to 
the European standard gauge, and through 
railway services between Roumania and 
Odessa are being planned. Tiraspol, the 
former Soviet frontier station on the eastern 
bank of the River Dniester, is 13 km. (8 
miles) to the east to Tighina, the Roumanian 
frontier station on the western bank of the 
river. No through fares or rates will be 
applied between Roumanian and Trans- 
Nistrian stations, as Germany does not 
recognise Roumanian currency as valid in 
the occupied region. Fares and rates in 
Trans-Nistral will be payable in German 
Reichskreditkassenscheine (abbreviated 
RKKS), with one RKKS regarded as 
equivalent to 60 Roumanian Lei. For 
consignment of goods from Roumanian to 
Trans-Nistrian stations, freight rates will be 
payable in advance in Lei for the Rou- 
manian sections, but for the Trans-Nistrian 
sections they will be payable at the station 
of destination and in RKKS. 

It may be recalled that there was no 
railway connection between the Soviet 
Union and Roumania for about 17 years 
after the last war, as an “ official state of 
war ”’ continued to exist between the two 
countries. Then traffic was resumed, after 
the reconstruction of the Tighina Bridge. 
One slow train a day in each direction was 


provided through the frontier regions, 
between Razdelnaya and Tiraspol, and 


between that station and Chisinau. 
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MINISTRY OF WAR TRANSPORT 
ACCIDENT REPORT 


Eccles, L.M.S.R. December 30, 1941 


Major G. R. S. Wilson inquired into 
the serious accident which occurred just 
east of Eccles Station, L.M.S.R., at 
8.18 a.m. on December 30, 1941, when 
the 6.53 a.m. passenger train, Rochdale 
to Pennington, formed of 8 non-corridor 
bogie coaches, drawn by 2-6-4 tank loco- 
motive No. 2406, collided at an estimated 
speed of 30 m.p.h., with the first coach 
of the 6.53 a.m. train, Kenyon to Man- 
chester (Exchange) of similar composition 


FOGMAN PARRINGT 


ON 
iA Ye, —Ac 


SIGNALMAN LOWE 


ECCLES STATIONS.B TAIL-LAMPMAN BOWDEN 
— SX) ae aa A.M. KENYON TO 
DOWN FAST,» 


responsible for arranging reliefs, where 
available, and visiting the various posts. 
As the men are not required to report in 
person at the signal box before going to 
their posts but may use a convenient 
telephone they do not necessarily report 
in the same way during working and 
off-duty hours. Patten, during work- 
ing hours, reported by telephone from 
Weaste Station, 50 yd. west of which 
the down distants are located, but 
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TROUGHS FROM DOWN OUTER HOMES TO NEAR SIGNAL BOX. 
FOGPOST Y FOR SIGNAL C & FOR SIGNAL D BY MACHINE. 


FOGPOST X FOR SIGNAL B, & FOR SIGNAL A BY MACHINE. 
VERY DARK WITH DENSE FOG 


Diagram showing circumstances of accident at Eccles 
ig 


and drawn by 2-6-2 tank engine No. 
207, as the latter was traversing the 
right-hand cross-over junction, immedi- 
ately east of the station platform from 
which it had just started. Three crowded 
coaches were wrecked, and 23 passengers, 
of whom 3 were company’s servants, 
killed, or fatally injured, and 56 passen- 
gers and the fireman of the Pennington 
train severely injured. The engine of this 
train appears to have ripped out the left- 
hand side of the first and fourth coaches 
of the Manchester train for about half 
their length and swept away completely 
the bodies of the segond and third. The 
body of the leading coach of the Pen- 
nington train was destroyed, and there 
was much other damage. Medical and 
other assistance was speedily summoned, 
but due to the complexity of the wreck- 
age the last of the injured could not be 
extricated until 1.30 p.m. and _ this 
caused delay to the breakdown cranes. 
There was a dense fog. It was still dark 
and temperature about freezing. 


The Fog Signalling Arrangements 


In addition to the three fog posts 
shown on the diagram there are two at 
the up distants and another at the up- 
fast outer home. In normal times 12 
men provide relief for all posts, but at 
present there are only 9. There is no 
relief for the down distants, down outer 
homes and up-fast outer home. Stand- 
ing instructions provide that a _ fog- 
man remains on duty at these for 12 hr. 
if necessary, returns home for 9 hr. rest, 
ind reports for another 12 hr. duty, unless 
otherwise instructed. A. Patten was 
allotted to the down distants, W. 
Parrington to the down outer homes, and 
A. C. J. Pantling to the up-fast outer 
home ; the similarity between the names 
of the first and last apparently contri- 
buted to the misapprehension Lowe was 
under when he accepted the Pennington 
train. Subganger W. Unsworth was 


when reporting from off duty would 
go to the signal box; the opposite 
applied to Pantling, who when reporting 
from off duty used a telephone from 
Eccles Station platform. Unsworth had 
received ‘instructions from his Permanent 
Way Inspector on December 18 that 
where there were no reliefs, fogmen should 
book off at 10 p.m. and on again at 
7 a.m.—to be in time for the morning 
residential traffic—but appears to have 
been uncertain whether these instructions 
were intended to apply to the future 
generally. At all events he took no steps 





A view of some of the damage resulting from the Eccles collision 
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to apply them again on December 29, 
when fog conditions became operative at 
11.30 a.m., and even agreed with Patten 
that he should stay out the full 12 hours 
until 11.30 p.m., which he did. Parring- 
ton and Pantling complied with the in- 
structions they received on December 18 
and booked off duty at 10 p.m. 


The Acceptance of the Two Trains 


Signalman Lowe, a capable man of 51, 
with 30 years’ experience and an excel- 
lent record, was promoted to the station 
signal box from Eccles junction box 
about 3 months before the accident and 
was satisfied as to his knowledge of the 
work generally, although he had not 
hitherto had experience at Eccles Station 
of long continued fog involving reliefs to 
the fog posts. When he came on duty 
at 6 a.m. he was aware that Patten, Par- 
rington, and Pantling had yet to come 
on duty and he duly observed the fog 
block regulations until 7 a.m. The Man- 
chester train was running 49 min. late. 
Before it arrived at Eccles at 8.15 a.m. 
Lowe decided to divert it to the up fast, 
because of congestion on the up slow, 
and set the crossover junction, and 
lowered the relative signals on the train 
being accepted at 8.9 a.m. Major Wilson 
is satisfied that this was the situation 
when the Pennington train was accepted 
on the down slow at 8.15 a.m. and that 
there is no reasonable doubt that. the 
signals for that line were then on. 

Lowe admitted his responsibility and 
explained that Parrington reported at the 


box just before 7 a.m. and_ went 
straight to the down outer homes. 
About the same time a man, whom 


he did not see, passed the box and 
called out that he .was coming on 
his post. Lowe thoufht he recognised 
Pantling’s voice and said he told his 
booking lad, L. Acton, to book him on 
as being at the up fast outer home. He 
declared that he understood from Acton 
a minute or two later that Patten—down 
distants—had telephoned to say he was 
just going to his post, on which he re- 
marked to the lad that he had all the 
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fogmen on. He then resumed ordinary 
block working. 

Parrington did report in person, as 
Lowe stated, but Pantling went straight 
to his post and telephoned from Eccles 
platform. Acton said he informed Lowe 
correctly of this and the entries in the 
register book, clearly written without 
erasures, confirm his evidence. The lad 
had no recollection of anyone passing 
the box or of being told to book Patten 
on, nor could he remember Lowe’s 
remark about all the fogmen being on. 
H. Bowden, the tail-lamp man, who 
came on duty outside tHe box at 6 a.m., 


was sure that only Parrington came 
near the box. Lowe seems to have 
expected that Patten would _ report 


by telephone and Pantling at the box, 
as when called during working hours, 
whereas the reverse was the case when 
the men straight from _ their 
homes. He was on duty when the 
men were first called at 11.30 a.m. on 
December 29, and when he resumed duty 
himself at 6 a.m. on December 30 ascer- 
tained that Parrington and Pantling 
booked off at 10 p.m. the night before, 
but seems to have overlooked that Patten 
had remained on duty until 11.30 p.m. 
and to have expected him to report again 
at 7 a.m. with the others. : 


came 


Running of the Pennington Train 

The Pennington train was driven by 
F. Mountfield and left Manchester 22 
min. late, at 8.5 a.m. He instructed his 
fireman, R. Ashcroft, to take water at 
Eccles troughs, if the distant for that 
station was off, and to make sure of the 
indication given by it. As far as that 
signal he had himself observed all signals 
and thought he approached it at between 
30 and 40 m.p.h. (He duly observed an 
engineering speed restriction of 5 m.p.h. 
between Manchester and Ordsall Lane.) 
He called across to Ashcroft to observe 
the Eccles distant and received the assur- 
ance that it was off. He was further 
reassured by the absence of a detonator, 
but saw no fogman, who would be on 
his own (left) side of the train, but 
did not assume the post was not manned. 
He said he did not cross the footplate 
as he might stumble on the way back 
and so not be at the controls in time to 
stop. He saw no more signals but 
declared that Parrington showed him 
a green hand signal at the outer 
home and that no detonator was ex- 
ploded there. Mountfield even went so 
far as to describe the condition of the 
flame in Parrington’s lantern and to give 
an estimate of that man’s height. Miss- 
ing the inner home, he realised he was 
nearer the station than he thought and 
applied the brake fully. He saw nothing 
of the Manchester train, but siaaael 
his speed as 20 m.p.h. on striking it 
Fireman Ashcroft, who could not lay 
claim to a detailed knowledge of the 
road—he was not a passed fireman— 
although he had fired over it for about 
17 years, declared he saw the distant 
showing a distinct green light and told 
Mountfield it was off. He seemed to know 
the position of the outer home’ but said 
he did not see it. Neither did he see the 


fogman or hear any detonator. He 
remembered lowering the © water scoop 
but nothing subsequently, although 


examination of the engine did not confirm 
this. Ashcroft was rather seriously in- 
jured and had hardly recovered fully 
when giving evidence four weeks later. | 
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Fogman Parrington, at the outer 
homes, said the fog was very dense. He 
doubted whether Mountfield could have 
seen his lantern through it. He was sure 
Mountfield’s engine exploded a detonator 
(in which he was supported by H. Bowden, 
the tail-lamp man, who said he heard an 
explosion), and that he showed a red 
light. 

Lowe received ‘“‘ train entering sec- 
tion ’’ for the Pennington train directly 
after accepting it, but had no reason to 
think it was running by until he saw it 
passing him at considerable speed. 

Guard R. Clucas recollected no deto- 
nators after Manchester. 


Inspecting Officer’s Conclusions 


Signalman Lowe, as he frankly ad- 
mitted, is primarily responsible for the 
accident, but his misapprehension as to 
the fogmen on duty after 7 a.m. was 
genuine It probably arose from con- 
fusion between the names of Patten 
and Pantling, when the booking lad 
announced that the latter had telephoned, 
and his general uncertainty as to how the 
fogmen reported in different circumstances. 
It is doubtful if his reference to a man 
calling out had any foundation in fact, 
but he may have persuaded himself that 
this took place. At a busy box a 
signalman cannot be expected to keep 
constant track of the fogmen on duty 
without some form of reminder, and this 
is the reason for making entries in the 
train register. Acton was punctiliously 
maintaining the register and a glance at 
it would have enabled Lowe to avoid his 
disastrous mistake. His careless omission 
to make use of this reminder, when 
comparatively new to the box, is surpris- 
ing in a signalman of his experience. 

Mountfield did not suggest that the 
distant signal was falsely at ‘‘ clear,’’ 
but his evidence appears to have been 
directed to showing that he was sure of 
his location but misled by Ashcroft’s 
assurance, confirmed by absence of a 
detonator and again misled by a false 
green light from Parrington and further 
absence of a detonator. He stressed the 
care with which he _ had _ instructed 
Ashcroft, but his excuse for not 
crossing the footplate is unsatisfactory. 
It is unlikely that he could have seen 
Parrington’s lantern in the detail he sug- 
gested. Major Wilson considers Parring- 
ton’s account the more credible and that 
a red light was shown to Mountfield and 
a detonator exploded by his engine. It 
is possible that the latter never saw any 
hand signal, but his apparent failure to 
hear the detonator, or if he heard it, to 
act upon it, is more difficult to explain. 
Satisfied with Ashcroft’s assurance, he 
may have relaxed attention until it was 
necessary to brake for the station and, in 
his enclosed cab, the sound of the deto- 
nator may have been partially deadened. 
If so, he was taking an unjustifiable risk, 
delegating his responsibility under diffi- 
cult conditions to his fireman, who 
appeared to be a man of no great capacity 
and with a weak knowledge of the road. 
If Ashcroft saw the distant at all—it 
stood alone with no other lights near— 
his mistake is inexplicable. No part of 
these men’s evidence appears reliable and 
Mountfield may have missed the distant 
altogether and taken the detonator at the 
outer home for one at the former. Visi- 
bility was undoubtedly extremely limited 
and a speed of 40 m.p.h. at the distant 
was hardly consistent with proper obser- 
vation of signals in a congested suburban 
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area. Major Wilson regrets that he is 
unable to arrive at a definite conclusion 
as.to Mountfield’s actions, but considers 
that, in any case, he was not acting with 
the prudence or caution to be expected 
from a driver of his experience and must, 
therefore, accept a considerable share of 
responsibility. He is 44, with a hitherto 
satisfactory record. Although he received 
injury and was considerably shaken, he 
assisted with the rescue work for over an 
hour before he was taken to hospital. 


Inspecting Officer’s Remarks 


Much has been done on this section of 
line to assist signalmen by extensive 
track circuiting and modern block con- 
trols, but safety must depend on obedi- 
ence to fixed signals, and when drivers 
are deprived of the guidance of a 
fog-signalman at the distant signal the 
normal block over-run is extended by 
Regulation 4(e)(i). This accident would 
not have occurred but for the rare coinci- 
dence of the failure of two men in dif- 
ferent positions, acting independently. 
The deficiency in fogmen at Eccles Station 
arises from general shortage of staff. 
Reliefs are provided at Eccles for the up 
distants; but only one man (Patten) is 
allotted to the down distants and that 
post must be left unmanned for a period 
after the first twelve hours. To give 
reliefs at all distant signals would entail 
the abandonment of fog signalling at one 
or other outer home and a reduction at 
all times in fog of the freedom of junction 
working, hardly be justified on such a 
densely occupied line and when the fog 
clears in less than twelve hours a man 
would be held in reserve unnecessarily. 
All possible sources of reinforcement of 
the fog signalling strength are, however, 
being continually explored. It was unfor- 
tunate that, in spite of earlier local in- 
structions, Patten stayed the full twelve 
hours on duty and did not report 
again until 8.30 a.m., leaving the 
distant signal post unmanned and _ the 
outer home post manned, a misleading 
state of affairs which may have contri- 
buted to Mountfield’s failure. These 
instructions were designed to ensure all 


posts being ready for the morning 
peak traffic, but Sub-ganger Unsworth 
appeared uncertain whether they were 


intended to apply generally on future 
occasions. There may have been some 
looseness in the transmission of instruc- 
tions, and no donbt this point has 
received attention. 

An A.T.C. audible warning with par- 
tial brake application at the distant 
signal would have prevented this acci- 
dent. The company has developed such 
a system [described in THE RatmLway 
GazeETTE for August 12, 1938, page 295 
and installed it experimentally on some 
37 miles of route in the London suburban 
area where the locomotive workings are 
practically self-contained. Its extension, 
however, to main lines, involving the 
wholesale fitting of locomotives, as well 
as the necessary track equipment, would 
be a problem of considerable magnitude. 

It is unlikely that Mountfield would 
have missed the distant signal had it been 
a colour light on his own side. On the 
Liverpool—Manchester line, and other 
important routes, all distants are to be 
changed to colour lights and resited for 
the best possible view, when due for 
renewal. All reasonable steps should 
be taken to accelerate the programme, at 
any rate in the Manchester area, notorious 
for winter fog. 
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Parliamentary Notes 


London Passenger Transport Board 
Bill 
The London Passenger Transport Board 
Bill was read a Second time in the House of 
Commons on May 12, and committed to a 
committee. 


Railway Companies Bill 

The Railway Companies (Thomas Cook 
& Son Ltd. Guarantee) Bill was given a 
Second reading in the House of Commons 
on May 12, and committed to a committee. 


Indian Railway Bill 


The Bombay, Baroda & Central India 
Railway Bill was reported with Amend- 
ments to the House of Lords on May 13. 








Questions in Parliament 


Below are summarised Answers to 
Questions in Parliament affecting trans- 
port. The Minister concerned and the 
date of the Answer are given in 
parentheses 


Ex-Army Motor Vehicles 

Arrangements were made [ast year 
whereby all ex-Army load carrying vehicles, 
surplus to Government requirements, are 
sold to the original manufacturers for repair 
by their dealers and resold_at controlled 
prices to licensed purchasers. Similar 
arrangements have now been applied to all 
other ex-Army motor vehicles. They ensure 
that spare parts, tyres, etc., are used to the 
best advantage for essential transport. The 
extension of the system is being considered. 
Sir Andrew Duncan, April 29). 


Board of Trade Press Department 


The Public Relations and Press Office of 
the Board of Trade is staffed as follows : 

Director of Public Relations (£1,500 per annum), Mr. 
C. C. J. Simmonds 

Public Relations Officer (£1,000), Mr. F. W. P. Carter 

Press Officer (£900), Mr. F. A. Lawson 

Press Officer (£500, part-time), Mr. Haydn Davies 

One temporary assistant 

One clerical officer 

Three temporary women clerks, Grade Ill 


The changes which have taken place since 
February 23 are the appointments of Mr. 
Simmonds, with effect from April 26, and 
of Mr. Haydn Davies, with effect from April 
1. Mr. Nicholas E. H. Davenport, who was 
Public Relations Officer on the Limitation 
f Supplies Orders (salary, £1,000) until 
January 31 and continued to serve (unpaid) 
in an advisory capacity after that date, 
resigned on April 15. Mr. Simmonds is in 
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charge of the office, which is responsible for 
the work of dealing with all Press inquiries, 
for issuing announcements to the Press, and 
through the Ministry of Information to the 
B.B.C., and generally for keeping the public 
and traders informed about Board of Trade 
activities which affect them. He is assisted 
by Mr. Carter, who acts as his deputy, and 
by Mr. Lawson and Mr. Haydn Davies. 
(Captain C. Waterhouse. Parliamentary 
Secretary, Board of Trade, April 29). 


Travel Facilities for Workers 

In consultation with the Minister of War 
Transport I have decided to introduce a 
scheme of assisted travel for transferred 
workers who wish to visit their homes. The 
scheme will apply to workers who have been 
transferred to war work by my Department 
since June 1, 1940, and for whom no similar 
provision is available under any industrial 
agreement or practice. The assistance to 
be given will be the provision not more than 
twice a year of a warrant entitling the 
worker to the issue of a railway ticket at a 
cost of 7s. 6d. in cases where the return fare 
would exceed that amount. In view of the 
special need to restrict railway travel during 
the winter months this scheme can only be 
operated during the summer months. An 
announcement will be made shortly as to 
the date when applications can be received. 
(Mr. Ernest Bevin, Minister of Labour & 
National Service, April 30). 


Producer Gas Equipment 

I cannot yet say when the first producer 
gas units provided in accordance with the 
recently announced Government scheme 
will be available ; but plans for production 
are being pushed forward with all speed. 
(Mr. P. J. Noel-Baker, Joint Parliamentary 
Secretary, Ministry of War Transport, 
May 12). 


Advisory Councils 

Persons belonging to seven or eight trans- 
port undertakings, and to seven organisa- 
tions of employees, are members of the main 
war-time advisory councils which assist the 
Ministry of War Transport. They act, not 
as official representatives of organisations, 
but in a personal capacity. (Mr. P. J. Noel- 
Baker, May 13). 


First Class Railway Compartments 
and Servicemen 

Instructions have already been issued to 
railway traffic officers to refrain from 
refusing Servicemen, when travelling, leave 
to occupy first class compartment seats 
when no third class seats are available. (Sir 
James Grigg, Secretary of State for War, 
May 19). 
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Imperial Chemical 
Industries Limited 


In a statement circulated with the report 
and accounts for the year 1941, the Chair- 
man, Lord McGowan, states that as a result 
of the insistent pressure of the war for more 
and more production, the company’s 
factories have worked to full capacity 
throughout the year. The performance of 
the various plants has been maintained at 
a high level and testifies to the excellence 
of the equipment, the standard of the 
maintenance which it is the company’s 
practice to keep, and the technical control. 
The volume of output to meet demands 
has for a number of products touched new 
peaks. Looking back on the numerous 
and growing difficulties with which the 
efforts to promote the company’s export 
trade have been surrounded, the directors 
are surprised by the degree in which volume 
has been maintained. On the financial 
and commercial sides, Lord McGowan 
states, ‘‘ we have continued to enjoy the 
invaluable co-operation of the United 
Kingdom Commercial Corporation. For 
a substantial overseas market area we have 
also benefited by the willing assistance 
afforded us in maintaining supplies for our 
normal export markets, by goods manu- 
factured and shipped on our behalf by our 
manufacturing subsidiary or associated 
companies in the British Empire, as well 
as by the same kind of help given us by 
our American friends, notably Messrs. E. I. 
du Pont de Nemours & Co., of Wilmington, 
U.S.A. 

“Our research activities during 1941 
have again covered a wide field. They 
have embraced problems arising out of 
new plant conditions brought about by 
war circumstances, such as the substitution 
of novel raw materials for normal ones now 
unprocurable, and the development of 
eittirely new products of both present 
national and possible future commercial 
importance. Our research staffs in this 
task have shown much original and in- 
genious thinking, while our readiness and 
capacity to render assistance have, we 
know, been highly appreciated.”’ 

Consolidated income, Lord McGowan’s 
statement explains, is, in round figures, 
£19,956,000, compared with £19,016,000 for 
1940. The net consolidated income, how- 
ever, has declined from {6,576,000 to 
£6,243,000. The conversion of an increase 
of £940,000 in gross income into a reduction 
of £333,000 in net income is due to taxation. 
The year 1941 was the first in which the 
company’s liability to excess profits tax 
for the whole calendar year was 100 per 
cent., and for the remainder of the war this 
tax will probably continue at that full limit. 








Air Raid Damage to Glasgow Subway Railway 
(Concluded from page 613) 


vation was also carried down to the 
formation level of a new invert, or 
2 ft. below the old invert level. So 
unstable was the subsoil that two sets 
of steel casings 15 ft. x 9 ft. x 3 ft. 
leep had to be used like cofferdams; 
water was pumped out during excava- 
tion. When 2. ft. below invert level 
hal been reached, mass concrete was 


placed up to invert level. As soon as 
this had set, the plates were withdrawn 
and re-used in the next position; the two 
sets were used alternately for excavating 
and concreting until the foundation was 
completed. Due to the impossibility of 
pumping the silt-laden water to the sur- 





face, the slurry found its way through 
the tile drains to the tracks and the dirty 
ballast thus formed had to be removed 
and cleaned over a considerable length of 
line. 

Meanwhile, undamaged cast-iron seg- 
ments salved from the tunnels were used 
to build up the two tubes to springer 


level. Flat-bottom rails were then placed 
in position along the outside of the 
tunnels about 1 ft. 6 in. above invert 


level, and mass concrete filled in up to 
springer level between the tunnels and 
the steel piling; substantial side walling 
was thus secured, and this enabled cen- 
tring for a reinforced four-ring brick arch 


to be erected as the crown of each tunnel. 
The centring was used alternately in the 
Inner and Outer Circle tunnels, but some 
delay was caused by severe frost and also 
because timbering interfered with uninter- 
rupted progress. The upper half of each 
tunnel, therefore, now consists of four 
rings of brickwork in cement with ex- 
panded metal reinforcement between the 
second and third rings. Approximately 
four months after the raid all repairs had 
been completed, and the permanent way, 
live rail, electric cables, signalling, and 
other equipment had been sufficiently re- 
stored to allow a resumption of traffic. 
Nevertheless, the tunnels have been kept 
under strict and constant observation 
since that time, and it is satisfactory to 
note that no further movement has taken 
place in either. 









































































































































































































































F. W. Showers 


The death on May 20, as briefly re- 
ported in our last issue, of , Francis 
William Showers, a few weeks after his 
retirement from the post of Surveyor & 
Estate Agent of the Great Western Rail- 
way,* removes a popular figure from the 
Surveyor’s profession, and probably the 
greatest exponent of railway rating in that 
small group of surveyors upon whom has 
devolved the important responsibility of 
safeguarding the interests of the railways 
as rate-payers. 

He was a Taunton man who loved the 
West Country and he was delighted when 
he had the opportunity in 1908 of trans- 
ferring from the Great Northern to the 
Great Western service as Assistant Rating 
Agent. Before this he was an authority 
on rating, and he was awarded the gold 
medal which Lord Rosebery, as a Direc- 
tor of the Great Northern Railway, pre- 
sented annually to the contributor of the 
best essay of the year; Mr. Showers wrote 
under the title of ‘‘ The Rating of Rail- 
ways.’’ He rendered great service on the 
Association of Railway Rating Surveyors, 
a body which has functioned continuously 
since the 80’s. He was a contributor to 
this journal, and the articles which he 
wrote in the Great Western Railway Maga- 
zine some years ago, and which subse- 
quently were published as a_ separate 
volume, were greatly valued by those for- 
tunate enough to possess copies. 

It is well known that he played a large 
part in the protracted litigation on the 
Southern Railway rating case, which was 
contested to the House of Lords before 
finally establishing the basis of railway 
rating as laid down in the Railways 
(Valuation for Rating) Act, 1930. In this 
connection he collocated data which so 
well defined the principles for which the 
railways were contending that the late 
Mr. Tyldesley Jones, K.C., the leader for 
the Southern Railway Company, referred 
to them in Court as ‘‘ The Bible.’’ 

Of decided views, Mr. Showers, during 
an enforced absence from official duties 
due to an illness extending over many 
months, could not be restrained from 
applying his great abilities to more inten- 
sive research in his favourite subject, and, 
to use his own forceful words, came to 
the conclusion “‘ that the Act of Eliza- 
beth and all Rating Acts passed since 
should be torn up ”’ and the functions of 


assessing and levying rates transferred 
from the local authorities to the Inland 
Revenue Department, and income tax 


supplemented by the additional poundage 
necessary to produce the amount collected 
in rates. He urged that local expenditure 
was so dependent on grants from White- 
hall that to extend this principle would 
be in the interests of uniformity, and 
equity, and to the good of the com- 
munity generally, although the vested in- 
terests of local government might chal- 
lenge this. His untimely end will prevent 
his final views being available for a little 
while to those most interested, but those 
with whom he was associated, and who 
have to carry on, will await with an 
interested expectancy, the future publi- 
cation of his last effort in the world of 
rating, which he surveyed for half a 
century. 

Although he left his impress upon the 
Great Western service as Rating Agent, 
Assistant to the General Manager (Sir 





* A portrait of Mr. Showers and a record of his 
career appeared in Tue Rattway GAzeEtTE as recently 
as April 10 
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Felix .Pole), and Surveyor & Estate 
Agent, after 54 years’ service his forte 
was still rating, but that he could be 
enthusiastic in other directions is evi- 
denced by the 1,600 houses constituting 
the Garden Village Societies throughout 
the Great Western system, which re- 
sulted from Mr. Showers’ realisation some 
twenty years ago of the acute difficulties 
which railway employees were experienc- 
ing due to the severe housing shortage 
and the need for railwaymen to be able 
to live in the vicinity of their work. With 
that energy and singleness of purpose 
which were his characterictics, he was 
also instrumental in establishing the 
scheme under which more than 3,000 
Great Western employees have been able 
to secure the houses in which they live on 
easy and economic terms, bearing testi- 
mony to a man endowed with vision and 
a desire to assist the great railway com- 
munity of which he was a principal 
Officer. He will be greatly missed by 
many colleagues in the railway world and 
in the profession where he was so well 
known. 
r. ¢. &. 


FUNERAL OF MR. F, W, SHOWERS 


The funeral took place at St. John the 
Baptist Church, Padworth, on May 23. In 
addition to family mourners, the Great Western 
Railway were represented by: Messrs. H. E. 
Hedges, General Assistant to General Manager 
(also representing Sir James Milne and Mr. 
Kk. W. C. Grand); F. R. E. Davis, Secretary ; 
F. C. Hockridge, Surveyor & Estate Agent (also 
representing Mr. G. F. Lutterell, Chairman, 
Western Enterprises Limited, and Mr. W. H. C. 
Clay, Chairman, Railway Surveyors’ Com- 
mittee); A. S. Quartermaine, Chief Engineer ; 
P. W. Pine, Solicitor; F. C. A. Coventry, 
Superintendent of Road Transport; Dr. H. 
Cavendish Fuller, Medical Officer; Messrs. 
H. T. Forth, Assistant Accountant (also repre- 
senting Mr. C. R. Dashwood, Chief Accountant) ; 
A. Bond, Indoor Assistant to Chief Goods 
Manager (also representing Mr. A. Maynard, 
Chief Goods Manager, Mr. F. W. Lampitt, 
Principal Assistant, Mr. G. Cornish, Assistant, 
and Mr. C. Furber, Mineral Traffic Manager) ; 
R. G. Scarsbrook, Principal Assistant to the 
Surveyor & Estate Agent ; D. J. Jones, General 
Assistant to the Surveyor & Estate Agent ; 
S. B. Taylor, Assistant to Secretary; R. Bur- 
goyne, Assistant Staff and Establishment 
Officer; A. Bolter, Conveyancing Solicitor ; 
J. W. Griffen, Registrar of Deeds ; J. G. Davies, 
Registration Office; M. A. Bulkley, late Con- 
veyancing Solicitor; E. Hall Williams, Secre- 
tary, G. M. Copland, Asst. Secretary, and C. H. 
Glenister, Member of Committee, G.W.R. 
Garden Village Society. 

Others present included: Sir Felix J. C. 
Pole ; Mr. F. W. Weatherley ; Messrs. A. Endi- 
cott, Estate & Rating Surveyor, Southern 
Railway; C. B. Tidmarsh, Estate Surveyor, 
Southern Area, L.N.E.R.; F. Smith, Rating 
Agent, L.M.S.R. (also representing Major P. M. 
Payne, late Rating Surveyor, L.M.S.R.); T.C. 
West, Estate Agent, L.P.T.B.; H. J. Burcham, 
late Rating Agent, L.M.S.R.; A. E. Joll, Clerk 
to the Railway Assessment Authority; Hum- 
phrey Ryde, Valuer, Railway Assessment 
Authority (also representing Mr. Francis G. 
Fleury) ; G. Steed, Bradfield, R.D.C.; A. Galt 
(representing Padworth Parish Council); the 
Rev. Brown, Sulhampstead ; and Mr. Arthur 
Martin, of Basingstoke. 








L.N.E.R. EXTENSION OF TIME APPLICA- 
TION.—The London & North Eastern 
Railway Company is applying to the 
Minister of War Transport for an Order 
under the Special Enactments (Extension 
of Time) Act, 1940, extending by three 
years the time limited by Section 8 of the 
L.N.E.R. Act, 1937, for the completion of 
the railway in West Ham authorised by 
Section 4 of that Act. 
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Notes and News 


Vacuum Brake Co. Ltd.—Dividend of 
10 per cent. on the ordinary shares for the 
year to January 31, 1942. 


Midland Railway Co. of Western 
Australia Ltd.—An interim payment js 
being made of interest on the second mort- 
gage cumulative income debenture stock of 
2 per cent., less tax, in respect of the year 
ending June 30, 1942. 

Cordoba Central Trust Limited.— 
An interim payment of 13 per cent. actual 
is to be made on June 15 on the “ B” 
debenture stock in respect of the financial 
year to June 30, 1942, the same as a year 
ago. 

G.1.P. Railway Annuities.—In accord- 
ance with the provisions of the Great 
Indian Peninsula Railway Purchase Act, 
1900, it is notified that on May 1, 1942, a 
total sum of {24,547,227 was invested for 
the purpose of providing a sinking fund in 
respect of Annuities Class ‘‘ B.”’ 


L.P.T.B. Magazine.—Penny Fare, the 
magazine of the London Passenger Trans- 
port Board, has been reduced in size three 
times since the beginning of the war, and 
it is now only 10 per cent. of its former 
weight. Originally it had 24 pages, mea- 
suring 9¥ in. by 7} in. Now its pages 
have been reduced to eight in number and 
to 7} in. by 5 in. in size. 


Babcock & Wilcox Limited.—The 
directors announce in a preliminary state- 
ment that the profit for the year 1941, 
after depreciation, but before provision for 
taxation, has amounted to £616,021, com- 
pared with £717,347 (before taxation) for 
1940. A final dividend of 6 per cent., 
together with a bonus of 1 per cent., is to 
be paid on the ordinary stock, again making 
a total distribution of 11 per cent. for the 
year. 


City of Buenos Ayres Tramways Co. 
(1904) Ltd.— Under an agreement of 1904 
the undertaking of the City of Buenos Ayres 
Tramways Co. Ltd. was taken over by the 
Anglo-Argentine Tramways Co. Ltd. in con- 
sideration of an annuity. Since the forma- 
tion in 1938 of the Buenos Aires Transport 
Corporation this annuity has not been paid, 
and a moratorium in respect of it is in force 
until July 1, 1942. Rents and interest in 
1941 were £8,720 and net revenue, after 
debenture interest, taxation, etc., was 
£2,894, plus £1,652 brought in. The sum of 
£3,000 is applied to amortisation, leaving 
£1,546 to be carried forward. By taking 
£8,691 from reserve the full contribution of 
£11,691 for the year is made to the amortisa- 
tion fund. 


Whitsuntide Travel.—The Minister 
of War Transport has issued the following 
message: ‘‘ The response to the Govern- 
ment’s request for the avoidance of all 
unnecessary travel at Whitsuntide has 
shown once again that the public is 
firmly resolved that no action on its part 
shall hinder the movement of vital sup- 
plies. As a result the number of passen- 
ger trains run over Whitsuntide was no 
more than over a normal week-end in 
May, and the transport system was 
accordingly able to move hundreds of 
thousands of tons of vital freight without 
interference. It can now be said that 
during the first five months of this year 
an enormous amount of transport capa- 
city which used to be at the disposal of 
main-line passengers has been freed to 
meet the needs of our expanding produc- 
tion programme. The public therefore has 
the satisfaction of knowing that through 
its sacrifice it is directly helping to bring 












the 
toge 
with 
stat! 
pres 


TH! 


G 
For 
Sou 
rece 
gC 0 
mak 
for 1 
yeal 
pass 
gooc 


ing é 


Li 
Puk 
Parl 
Tim 
jects 
Hou 
Two 
pe eT 
Gr Vi 
sugg 
in 1 
gran 
Govt 
max 
teres 
tion 
and 
servi 

Br 
Reve 
amot 
£748 
dedu 
inter 
(£81, 
there 
£527, 
direc 
divid 
6 per 
maki 
on t] 
8 per 
on tl 

45 pe 
are tl 
balan 
undiv 


Th 
hnent¢ 
ginal 
the d 
mont¢ 
linkin 


































































































































[rans- 
three 
r, and 
ormer 


I 1ea- 
pages 
r and 


rhe 
State- 
1941, 
on tor 
com- 
n) tor 
cent., 
, 18S to 
laking 
or the 


's Co. 
f 1904 
Ayres 
by the 
n con- 
forma- 
nsport 
1 paid, 
1 force 
rest in 

after 
, was 
sum of 
eaving 
taking 
tion of 
ortisa- 


inister 
lowing 
overn- 
of all 
e has 
blic is 
Ss part 
1 sup- 
yassen- 
yas no 
nd in 
1 was 
ds of 
rithout 
d that 
s year 
capa- 
osal of 
2ed to 
yroduc- 
»re has 
hrough 
) bring 





May 29, 1942 


Universal Directory of Railway Officials 
and Railway Year Book 


47th Annual Edition, 1941-42 


This unique publication gives the names of all 
the principal railway officers throughout the world 
together with essential particulars of the systems 
with which they are connected. Much general and 
statistical information about railways is also concisely 
presented. 


Price 20/- net. 


THE DIRECTORY PUBLISHING CO., LTD. 
33, Tothill Street, Westminster, S.W.1 





THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


London and North Eastern Railway 





the warrants for Interest on the 
Company’s 3 per cent. and 4 per cent. Debenture 
Stocks and 44 per cent. Sinking Fund Debenture Stock 
for the half-year ending 30th June, 1942, the balances 
will be struck as at the close of business on 10th June, 
and Interest will be payable only to those Stockholders 
whose names are registered on that date. 

Transfers of the above-mentioned Stocks should, 
therefore, be lodged with the Registrar of the Company 
at Hamilton Buildings, Liverpool Street Station, 
London, E.C.2, before 5.0 p.m. on 10th June. 

By Order. 


P. §. 


NOTICE is hereby given that, for the purpose of 
preparing 


DOWSETT, 
Marylebone Station, Secretary. 
London, N.W.1. 

29th May, 1942. 


OFFICIAL ADVERTISEMENTS 


ADVERTISEMENTS intended for 
this page should 


The latest time for 


OFFICIAL 

insertion on be sent in as 
early in the week as possible. 
receiving official advertisements for this page for the 
current week’s issue is 9.30 a.m. on the preceding 
Monday. All advertisements should be addressed to :— 
The Railway Gazette, 33, Tothill Street, Westminster, 
London, S.W.1. 











nearer the time when in all theatres of 
war we shall be able to pass from the 
defensive to the offensive.’’ 


Ransomes & Rapier Limited.—Net 
profit for the year 1941, after providing for 
taxation, amounted to £19,938 (£17,592). 
The final dividend on the ordinary shares is 
3 per cent., tax free, making 5 per cent). 
tax free, for the year, against 6 per cent., 
tax free, for 1940. 


Great Southern Railways (Eire).— 
For the 19th week of 1942 the Great 
Southern Railways (Eire) report passenger 
receipts of £30,461 (against £37,071), and 
goods receipts of £56,526 (against £52,878), 
making a total of £86,987 (against £89,949) 
for the corresponding period of the previous 


year. The aggregate receipts to date are 
passenger £612,326 (against £674,527), 


goods £1,153,634 (against £969,625), mak- 
ing a total of £1,765,960 (against £1,644,152). 


Lords to Debate Shipbuilding and 
Public Services.—According to the 
Parliamentary Correspondent of The 
Times motions on a dozen different sub- 
jects have been tabled for debate in the 
House of Lords after the Whitsun recess. 
Two of the debates will be on motions by 
peers who were lately members of the 
Government. Lord Beaverbrook is to 
suggest that there is need for an increase 
in the Government’s shipbuilding pro- 
gramme; and Lord Reith is to ask the 
Government ‘‘ whether, with a view to 
maximum efficiency in the national in- 


terest, they are giving immediate atten- 
tion to the future constitution, control, 


ind management of the essential public 
services.’’ 


British Electric Traction Co. Ltd. 
Revenue for the year to March 31, 1942, 


amounts to £767,588, compared with 
£748,552 for the previous year. After 
deducting expenses, etc., and debenture 
interest, and after providing £105,750 
£81,661) for income tax and E.P.T., 


there is a net profit (subject to audit) of 
£527,393, compared with £531,824. The 
directors recommend the following final 
dividends, less tax :—5 per cent. on the 
6 per cent. participating preference stock, 
making 8 per cent. for the year ; 4 per cent. 
on the preferred ordinary steck, making 
8 per cent. for the year; and 30 per cent. 
on the deferred ordinary stock, making 
45 per cent. for the year. These dividends 
are the same as for the previous year. The 
balance of £8,434 (£12,864) is added to 
undivided profits account. 


The First American Trans-Conti- 
nental Railway.—That part of the ori- 
ginal Central Pacific line which figured in 
the driving of the Golden Spike at Pro- 
montory Point, Utah, on May 10, 1869, 
linking up that line with the Union Pacific 


to form the first railway line to the Pacific 
Coast, is due to be abandoned and dis- 
mantled in the near future if the Interstate 
Commerce Commission grants an applica- 
tion filed with it by the Southern Pacific. 
The application seeks authority to abandon 


the operation by the Southern Pacific 
between Lucin, Utah, and Ogden, via 


Corinne Junction, 150 miles. At the same 
time the Central Pacific, which is now a part 
of the Southern Pacific System, seeks 
authority to abandon that portion of its 
Promontory branch between Lucin, Utah, 
and Corinne, 121 miles. 


Waste Paper Recovery Association. 
—The association draws attention to its 
ability and willingness to assist and advise 
on all matters in connection with waste 
paper recovery and economy in use of 
paper. The association maintains an up- 
to-date record of recognised waste paper 
merchants and will answer telephonic or 
other enquiries on these subjects. The 
address of the association is 154, Fleet 
Street, E.C.4, and its telephone number is 
Central 1345. 

Railway Benevolent Institution.—The 
eighty-fourth annual meeting of the mem- 
bers of this institution will be held at the 
Great Western Royal Hotel, Paddington 
Station, London, W.2, on June 30, at 
4 p.m., to receive the report of the board 
of management, and to transact the ordinary 
business of the institution. The board will 
appoint to contingent annuities 101 widows 
and 3 members in the officers’ department, 
and 1,017 widows and 177 members of the 
servants’ department, as applicants in 
excess of the number to whom permanent 
annuities can be granted. 

San Paulo (Brazilian) Railway Co. 
Ltd.—At the ordinary general meeting on 
May 19, Mr. O. R. H. Bury explained that 
during 1941 consumption of imported coal 
was reduced by 35 per cent., but its average 
cost was 21 per cent. higher than in the 
previous year. Wood fuel was costing 31 
per cent. more at the end of the year than 
12 months earlier. Cost of other materials 
was also rising. These difficulties were likely 
to be exceeded in 1942. The new schedule 
of rates recently approved was expected to 
come into force at the beginning of June. 
The modifications were designed to produce 
an increase of approximately 10 per cent. 
in gross receipts, and the advance in rates 
would fall particularly upon tariffs of the 
lower classifications which had recently 
been carried at unremunerative rates. : 


Stewarts and Lloyds Limited.—Mr. 
A. C. Macdiarmid’s statement read at the 
ordinary general meeting on May 19 
indicates that the accounts submitted show 
that the company’s affairs are in a sound 
condition. The directors have transferred 
£100,000 to reserve for special depreciation 


and have added a further sum of £250,000 
to reserve for’ contingencies. They again 
wish to express their appreciation of the 
services rendered by the whole body of staff 
and employees of the company under most 
difficult and trying conditions. 


Institute of Transport.—Ata meeting 
of the Birmingham Section of the Institute 
of Transport on May 12, at which the 
Chairman, Mr. L. W. Gupwell, presided, 
an address was given by Mr. E. H. 
Garfield, A.M.Inst.T., on ‘ Rail Trans- 
port at the Present Time.” The speaker 
mentioned first the problems which 
had confronted the railways since the 
transfers of population and the re-distri- 
bution of industries due to war conditions, 
and pointed out that much peace-time 
development along well-established lines 
had been cast into the melting pot. The 
creation of the Ministry of War Transport 
had, in effect, caused the entire resources of 
the four main-line railway companies to be 
used as though they were owned collect- 
ively. The routes by which traffic normally 
travelled under the old inter-company 
arrangements had gone by the board, and 
traffic often passed by alternative ways and 
means which had not been practicable under 
pre-war conditions. Another arrange- 
ment, which had proved to be probably 
one of the best events in the country’s 
rail transport history, was that for the 
pooling of private-owners’ wagons. This 
had reduced much, though not all, of the 
empty-wagon haulage with which the rail- 
ways previously had been involved. More- 
over, the release of rolling stock made 
possible under the pooling arrangement had 
enabled transport to be carried on in an 
effective manner not otherwise possible. 
Finally, the arrangements made by the 
railways with mining and industrial bodies, 
which had resulted in “ block train work- 
ing,’ played a part in enabling them to cope 
successfully with altered trade and traffic 
conditions. Mr. Garfield ended by referring 
to the consistently high standard of effi- 
ciency maintained by the railways, a fact, 
he said, which had a tendency to be over- 
looked, and paid tribute to the services now 
being rendered by women in many phases 
of railway work. 








Contracts and Tenders 


The Argentine State Railways are re- 
ported to be inquiring in the United States 
market for three 2-10-4 steam locomotives. 

The National Railways of Mexico have 
placed drders for a total of 970 freight 
wagons with United States builders, the 
Magor Car Corporation and the American 
Car & Foundry Company, and also for 20 
express-baggage cars with the Magor Car 
Corporation. 
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Sentiment in Stock Exchange markets 
has tended to be influenced from day to 
day mainly by the impression created by 
the war news from Russia. At the time 
of writing an upward trend has been con- 
tinued in British Government stocks, and 
in other directions, where changed, 
security values have recorded further 
gains. In many instances, however, 
demand was much smaller thah might be 
deduced from the rise in values; shdértage 
of stock, and the fact that better prices 
have resulted in very little selling, have 
continued. to make for a strong response 
in prices to small demand. The improved 
market trend has embraced home railway 


stocks to a moderate extent only, and 
with business in the junior and other 
issues showing little improvement, move- 


THE RAILWAY GAZETTE 


Railway Stock Market 


dustrial shares and kindred securities. 
It is apparently not always realised by 
investors that, due to the financial agree- 
ment, and the wartime arrangements as 
to public utility companies, war damage 
would have to be on a very heavy scale to 
prevent maintenance of dividends on the 
junior stocks. Market expectations are 
that the interim dividend , decisions for 
the current year will be the same as in 
1941, and that any question of increased 
payments will be left until the final dis- 
tributions. In fact, it seems very doubt- 
ful if increases will be possible under the 
financial agreement, with perhaps the 
exception of L.N.E.R. second preference 
and London Transport ‘‘C.’’ On the 
other hand, lower payments are generally 


considered as very improbable. In- 
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South America being on a much reduced 
scale. On the other hand, import and 
export trade depends on shipping, ind 
the latest report on conditions in South 
America by the Bank of London & South 
America describes the economic outlook 
as less promising than it was six months 
ago, and states that the shortage of ship- 
ping is now becoming very serious. 
Among home railways, various senior 
preference, guaranteed, and debenture 
stocks were fractionally lower on balance 
but at the time of writing, the junior 
issues have been inclined to improve 
Great Western ordinary at 43} compared 
with 43 a week ago, and L.M.S.R. ordi- 
nary was 19}, compared with 19}. The 
1923 preference and_ senior preference 
issues of the last-named company were 
unchanged on balance at 54 and 72} 
respectively. Moreover, L.N.E.R. first 
preference was unchanged at 533, as was 


























ments were again fractional on balance. creased activity has been maintained in a 
The more frequent air raids in recent number of securities of South American the second preference at 21}; the first 
weeks, and the possibility that they may railway companies; there is widespread guaranteed has remained at 95, but the 
increase rather than diminish in the near confidence that as time proceeds, the second guaranteed moved back half-a- 
future, have apparently influenced senti- position of the leading railways will show point to 86. Southern issues’ were 
ment in home railway stocks by tending considerable improvement. It is pointed favoured; the preferred improved from 65 
to check improvement in demand. out that results of the Argentine com-_ to 65}, and the deferred from 15} to 153. 
Nevertheless, it is being assumed in many panies would benefit materially if they London Transport ‘‘C remained at 
quarters that as time proceeds, the were granted more favourable treatment 403. Elsewhere, Entre Rios and United 
attractive yields and the reasonable pros- in the matter of exchange by the Argen- of Havana debentures were better. B.A. 
pects of dividends being maintained, will tine authorities. Moreover, the railways Western 4 per cents were among other 
draw considerably more attention to the may experience some diminution of com- debentures which improved. San Paulo 
junior stocks. The latter would still petition from road transport, bearing in ordinary rose further from 48 to 50. 
appear to be substantially undervalued mind that the war may result in exports Canadian Pacific issues remained out of 
when compared with a wide range of in- of motor vehicles from the U.S.A. to favour. 
Traffic Table and ‘Stock Prices of Overseas and Foreign Railways 
Mile Traffic for Week 3 Aggregate Teaffics to date Prices : 
' ~ 
Railways —— — es Totals eng a ees =~ “ee 
1941 22 ——~ Inc. or Dec. |S P Increase or Stock Sz | 2s | Ss i283 
Total compared : Decrease w=) 82) aS sue 
this year “with 1941 $s This Year Last Year r 3 = i= 
£ é £ é £ 
Antofagasta (Chili) & Bolivia, 834 17.5.42 19,200 + 1,940 | 20 416,080 346,310 + 69,770) Ord. Stk. 103 34 9+) Nil 
Argentine North Eastern 753 16.5.42 ps. 224,500 + ps.156,900 46 ps. 8,228,000 | ps. 6,488,600 + ps.!,739,400 o 4 | 4 Nil 
Bolivar 174 | Apr.,1942 4,330 + 418 | 17 18,485 14,932 + 3,526, 6p.c.Deb.; 5 5 84 Nil 
Brazil . al pene _ a“ ini _ — _— — Bonds 8 24 11 Nil 
Buenos Ayres & Pacific .... 2,801 16.5.42 ps.1,605,000 + ps. 60,000 46 ps. 67,016,000 | ps. 65,880,000 + ps.1,136,000 Ord. Stk.| 7% 13) Ss Nil 
Buenos Ayres Great Southern, 5,080 16.5.42 ps. 2,337,000 +ps. 33,000 | 46 ps.112,561,000 | ps. 102,516,000, +ps,10,045,000 Ord. Stk. | 103 34 9 Ni! 
Buenos Ayres Western 1,930 16.5.42 ps. 951,000 +ps. 51,000 46 ps. 39,359,000 ps.35,993,000 +  ps.366,000 * 9 24 7% Nil 
Central Argentine 3,700 16.5.42 ps. 1,797,650 |—ps.343,500 | 46 ps. 80,504,950 ps.75,031,850|+ ps.5,473,100 iis a 4 $} “ 
© _ — ct — — — ~ i 
S| Cent. Uruguay of M. Video... 972 9.5.42 26,455 — 1,135. | 45 1,132,130 1,032,336 |+ 99,794 Ord. Stk.) 94 | 63 | Nil 
: Costa Rica... . 262 = =Apr., 1942 11,546 |— 9,613 | 42 212,569 198,897 -F ws 672 Stk. 154 I 13 Nil 
< Dorada 70 (Apr., 1942 14,180 1,680 | 17 47,664 49,200 — »536| | Me. Db. | 97 97 91 64 
Entre Rios 808 16.5.42 ps. 282,900 +ps. 116, 800 46 ps.11,871,400  ps.9,674,200 + ps.2, 197. "200, Ord. Stk. 64 t 54. ON 
@/ Great Western of Brazil 1,030 16.5.42 7,600 + 500 20 204,800 201,21 + ,600 Ord. Sh. Wi/- t/- 4, =ONil 
= \ International of Cl. Amer. 794 Mar.,1942 $180,385 + $74,407 12 $513,825 $293,176 + $220,649 _ “= _ _ - 
Pe «!nteroceanic of Mexico eee — _ _ a — _ Ist Pref. i 6d. + Nil 
we La Guaira & Caracas... 223 Apr., 1942 6,308 + 393 | 17 "26.170 24,910 + 1,260 eee on — ae sia 
a Leopoldina 1,918 9.5.4 42 26,903 + 6,028 19 553,764 442,095 + 111,669 Ord. Stk. 4 4) 44 Nil 
= | Mexican “ 483 7.5.42 ps. 305,200 +ps. 31,100 | 19 ps. 6,298,100 | ps. 5,696,600 + ps. 601,500 = é + 3 =Nil 
© | Midland of Uruguay 319 | Mar.,1942 15,425 + 2,128 | 37 122, - “ 107,985 |+ 14,631 _ _ = ~~ “= 
” | Nitrate os 386 | 15.5.42 7,789 + 3,691 | 19 54,8 - 38,284 + 16,591 Ord Sh. | 668 Ite 38 3% 
Paraguay Central... 274 16.5.42 $3,492,000 + $211,000 46 $163,669, 200 $149,512, ‘000 + $14,157, Pr.Li.Stk.; 43/- 29 |°424 14% 
Peruvian Corporation 1,059 ‘Apr., 1942 80,7 + 12,247 | 43 752,443 646,4 + 105,977 Pref. 6} it 9 Nil 
Salvador = 100 | Mar, 1942 c 126,000 + ¢16,000 37 c 782,172 c s1r'463 + c 164,489 — _— — _ _ 
San Paulo 153$| 10.5.42 37,249 |— 4,326 | 19 654,449 672,419 | — 17,970, Ord. Stk. | 52 | 244 484 44 
Taltal ... 160 | Mar.,1942 3,900 + 1,270 | 39 39,015 25,140 (+ 13,875, Ord. Sh. i 6/- Ie) Nil 
United of Havana oee| 1,346 16.5.42 e 146 + 17,131 | 46 1,454,843 1,120,110 + 334,733) Ord. Stk. 24 t 3 Nil 
Uruguay Northern ... eee 73 Mar.,1942 1,176 + 22 | 37 1,1 10,308 + 824 _ _ - a — 
« 
% £ Canadian National -s| 23,562 | 14.5.42 1,429,200 + 215,800 20 24,326,600 | 20,233,600 + 4,093,000 — — j*—};—]-—- 
iI Canadian Pacific - 17,139 | 14.5.42 ’ + 151,800 | 20 17,627,800 14,081,600 |+ 3,546,200) Ord. Stk. | 13% 74) 10 | Ni 
Barsi Light 202) Jan.,1942 11,805 — 3,525 | 45 137,482 135,210 (+ 2,272 _ _ poe — — 
+ ( Beneal & North Westerr 2,090 | Apr., 1942 273,450 — 7,592 | 4 273,450 281,042 | — 7,592, Ord. Stk. | 345 253 | 3434 54 
s. Bengal-Nagpur -| 3,267 20.2.42 300,150 + 8,254 | 48 8,793,958 8,008,824 + 785,134 ” 101 95% | 95 4% 
& | Madras & Southern Mahratta 2,939 20.2.42 214,125 + 11,425 | 48 6,476,748 5, 469, 620 + 1,007,128 ” 105%, 1014 | 98 74 
Rohilkund & Kumaon 571 | Apr.,1942 60,600 — 8,602 | 4 60,600 69,202 |— 8,602) * 342 | 290 | 345 44 
° ‘South Indian ° 2,402 20.2.42 152,476 + 17,818 | 5! 5,167,960 4,463,524 |+ 704,436 ” 100 8 92 34 
Beira ... 204 = Mar.,1942 85,419 _ 26 453,891 _ — — _ i 
Egyptian Delta 607 3.42 8,235 + 2,841 | 49 315,364 224,034 + 91,330| Prf. Sh. 14 29/-| 24 Nil 
«| Manlia — — — — — — | = B.Deb. | 68 | 45 | 30 IIt 
3 Midland of W. Australia 277 “~Dec., 1941 18,945 + 6,706 | 21 122,537 91,124 + 31,413) Inc. Deb. | 904 | 854 | 904 5% 
<\ Nigerian ‘ 1,900 28.2.42 97,375 + 29,933 47 2,894,620 2,124,026 + 770,594 _ _ =| = si 
>| Rhodesia ___... «| 2,442 | Mar., 1942 505,912 — 26 2,879,180 — _ — _ fa f= 
South Africa ... .| 13,291 4.4.42 803,412 + 88,748 | 484,040 458,548 |+ so — = = 
Victoria 4,774 | Jan., 1942 1,301,285 + 378,792 | 29 7,938,536 6,547,339 + 80,660 — i oe, = 








Note. 





Yields are based on the approximate current prices and are within a fraction of 
t Receipts are calculated @ Is. 6d. to the rupee 





Argentine traffics are given in pesos 


§ ex dividend 
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